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Crossed and Open Eccentric Rods. 


Lehigh Valley Railroad. ) 
South Easton, Pa., Feb. 25, 1901. f 
To THE EDITOR OF THE RAILROAD GAZETTE. 

Referring to the article in your issue of Feb. 8, on this 
subject, there appears to be an incorrect use of. the 
terms “open” and “crossed” eccentric rods. In your 
issue of Feb. 15, Mr. Seely, in a communication, calls at- 
tention to this without, however, giving a very clear idea - 
of what arrangement of rods is properly termed “crossed 
rods.” Enclosed are sketches of two arrangements of 
rods and eccentrics. 

In Fig. 1 the full lines show the positions of eccentric 
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Fig. 1.—Indirect-Acting Locomotive with Exter- 
nal Admission. 


rods, crank, etc., for an indirect acting locomotive with 
external admission valves, and this arrangement is termed 
open rods. If the engine were direct acting with external 
admission, it would be necessary to advance the eccentrics 
through an angle of 180 deg. so as to reverse the motion 
of the valve, and we would then have the condition of 
affairs shown by the full lines in Fig. 2. Here the ec- 
centric rods cross each other, but the arrangement is still 
termed “open rods.” If, however, in Fig. 1 we were to 
connect the upper rod A B with lower pin on link, and 
the lower rod on the upper pin so that the revised ar- 
rangement is shown by the dotted lines A’B and C’D, we 
would then have the rods crossing each other, and they 
would correctly be termed crossed rods. The arrange- 
ment for crossed rods shown by the dotted lines would 
not be suitable for an indirect acting locomotive with 
external admission valves, as the motion of the valve 
would be reversed for the conditions shown by the full 
lines. It would, however, be suitable for an indirect 
acting engine with internal admission valves. For crossed 
rods on a direct acting locomotive with internal admis- 
sion valves, the eccentrics would have to be advanced 
through an angle of 180 deg. from the dotted lines in Fig. 
1, and the arrangement would then be as shown by the 
dotted lines in Fig. 2; which is still what is termed 
crossed rods, although the rods do not cross. 


A brief rule for discriminating between “open” and 
“crossed” rods is as follows: 

Whenever both the eccentric centers lie between the 
link and a vertical line, X Y, through the center of the 
axle around which they rotate as in Fig. 1, if the rods 
are open and do not cross, the arrangement is termed 
“open rods.” If the rods cross, the arrangement is 
termed “crossed” rods. A supplement to this rule for de- 
termining the correct nomenclature for the arranzements 
in Fig. 2 is—whenever a vertical line, X Y, drawn through 
the center of the axle about which the eccentrics rotate, 
lies between the centers of both eccentrics and the link, 
the arrangement is termed “open” when the rods cross, 
and crossed when the rods are open. As a corollary to 
the foregoing, it is evident that we have “open” rods 
when the forward motion eccentric is connected to the 
top of the link, and the back motion eccentric is con- 


“nected to the bottom of the link, and for “crossed rods” 


we have the forward motion eccentric connected to the 
bottom of the link, andthe back motion eccentric con- 
nected to the top of the link, 

From the foregoing it will be seen that the nomencla- 
ture was derived from the conditions shown in Fig. 1, 
and that its use is unfortunate on account of the ar- 
rangement shown in Fig. 2. It would be still more un- 
fortunate if what is termed crossed rods were actually 
used. An investigation of the locomotive link motion will 
disclose the fact that with “crossed rods” we have a valve 
motion which gives decreasing lead, as the point of cut- 
off is decreased. ‘To explain why this is so would be 
a departure from the question in hand, and for the 
benefit of anyone wishing to go into the matter more 
thoroughly, I would advise the perusal of Locomotive 
Link Motion, by F. A. Halsey. 

From a further investigation of Figs. 1 and 2 it will 
be seen that if we remove the rocker from Fig. 1 and add 
it to Fig. 2, we have in the full lines of Fig. 1 the ar- 
rangement for a direct-acting engine with internal ad- 
mission valves, and in Fig. 2 the arrangement for an in- 
direct acting engine with internal admission valves. 

F. F. Gartnes, Mechanical Engineer. 








Inequitable and Unscientific Car Service Charges. 


To THE EpitoR OF THE RAILROAD GAZETTE, 

As the ingenuity of financiers seems to be now devoted 
to devising means for the exact and economical operation 
of transportation properties it will not be amiss to re- 
mind them that about 12 per cent. or 15 per cent. of the 
entire money invested in railroads has been ex- 
pended for cars for the transportation of freight, 
and that much of the time these cars are used 
in anything but an_ economical way. Investors 
are continually asked for further capital contributions to 
increase the number of such cars; but many of us wish 
to know if these expenditures are not larger than neces- 
sary; if the cars already built are employed as econom- 
ically as they can be, and whether the methods of 
handling them have been developed by the same exact 
science that has been applied to the evolution of track, 
bridges, signals and motive power. 

The number of freight cars owned and exchanged be- 
twéen railroad companies subject to the Interstate Com- 
merce law now approximates 1,350,000, and their esti- 
mated average value is not less than $380 each, or an 
invested capital of some $513,000,000. During the past 
twenty years the carrying capacity of this kind of prop- 








Fig. 2.—Direct-Acting Locomotive with Exter- 
nal Admission. 


erty has been increased from 15 to 50 tons each, and the 
purchase price from $300 to $1,000; while during the 
same period the rental rate has been reduced from 7.5 
to 6 mills per mile. The daily movement has decreased 
from 72 to 20 miles, and the gross rental received by the 
owner from 54 to 12 cents per day. 

Approved statistics setting forth the interest, deprecia- 
tion and cost of repairs of this vast property seem never 
to have been compiled; but one company, to the records 
of which access has been afforded, owns 2,400 freight 
cars of modern construction, which afford an instructive 
illustration. For purposes of taxation these cars are 
valued by an expert of a public tax commission at 


The interest on this investment is (4 per cent.).. $36,000 
The depreciation on the property (M. C. B. 


| 1 RACE ere ee Avindaad atcine ener 54,000 
Expended on running repairs ($22.50 per car per 

WRG cc iis cdc ceee Melee Veen ded Sena read asa 54,000 

Total ($60 per car per year)...........eceee. $144,000 


This equipment during 1899 covered 16,926,230 miles, 
or about 20 miles per car per day, and it would seem to 
have cost this one company approximately eight mills for 
each mile moved by each of its freight cars. 

The authorized rate at which rent is paid for the use 
of such property is six mills per mile, or, to this one com- 
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pany, more than 25 per cent. less than the cost of main- 
taining the vehicle. If the one small company which 
owns these 2,400 cars could have rented the freight cars 
used in its business during 1899 at the regular price, it 
would have saved in money for that twelve months some 
$38,000, or over $15 for each ear. 

If the 1,350,000 cars now transporting freight on the 
railroads of this country were owned by a single person 
or corporation and rented at the present price the owner 
would lose—if this one company’s experience is not ex- 
ceptional—some $20,000,000 per year. 

But, it is answered, these losses equalize themselves, 
as car mileage accounts between the carriers approxi- 
mately balance. On the contrary, it is known that more 
than 500 corporations, operating some 30,000 miles of 
commercial railroad, own less than two cars per mile of 
‘road, while the average for the United States is more 
than eight; and these 500 corporations pay for cars hired 
from other companies less than one and eight-tenths 
cents (three miles) per day for cars which average 20 
miles and earn 12 cents per car per day, and which it 
costs the owner 16 cents per car per day to maintain. 
All these figures assume, of course, that the record of 
these 2,400 cars represents the average movement and 
cost of maintenance of the entire freight equipment 
owned in this couniry.. It is an open secret that numbers 
of companies have for ten years purchased little or no 
freight equipment, .because such cars could be obtained 
more cheaply by renting at the present rates. 

The public is asked to believe that these large corpora- 
tions—in which so much of the accumulated wealth of 
the country is invested—are managed on scientific prin- 
ciples, by men technically trained to the transportation 
business. But if these figures are only approximately ac- 
curate, must we not rather conclude that railroad meth- 
ods are undeveloped, crude and unscientific? Is there no 
association to develop and establish a rule for the ex- 
change of cars which will effect as rapid a movement of 
freight cars as the managers of 1870 and 1880 secured, 
and so save to the investor some of the money which 
these data show to be wasted? 

AN INVESTOR. 








Division Freight Yards. 





A man who was unfortunate enough to live in a suburb 
where there was no public filtration plant determined 
that he would build his own private filter. He first bored 
a hole in the bottom of a large tub and filled a large 
earthen jar with powdered charcoal and other things 
and put a spigot in the bottom of the jar and let the 
water from the tub run into the jar and thought he was 
fixed all right. 

And so he was until the hot weather and the city 
cousins came. They soon drained the jar dry and they 
all got so provoked waiting for the water to drip through 
that one of the wise city cousins asked him to get a filter 
jar three times as large so that it would hold enough to 
last one day. But after figuring the cost of the new jar 
and more charcoal and other things he concluded he would 
substitute an old tub about two-thirds the size of his first 
tub in its place and a jar one-third the size of the filter 
jar in the place of the jar and use the first big tub for a 
reservoir tub below the filter jar and pack the remaining 
two-thirds of the charcoal around the reservoir tub: and 
the result was he had a good filter system and he and his 
city cousins were happy all the time, simply because the 
small filter jar was active and working and dripping at 
its best all the time, night and day, whether they were 
drawing water or not. 

The above may appear to be a queer introduction to a 
few remarks upon freight yards, but it is pretty evident 
that 99 out of every 100 division freight yards where 
cars must be sorted by destinations are improved accord- 
ing to the city cousin’s ideas; and big as these yards may 
be they are always growing bigger with only a receiving 
yard to take the incoming trains and free the power, 
and also a sorting or classifying yard which is a despatch- 
ing yard as well when the cars are sorted and the classi- 
fied trains of cars held for outgoing power; and it is the 
very old Harry to get the three kinds of yards separated, 
either in the Superintendent’s ideas or in the cold fact, 
chiefly because it is thought that the sorting yard, pure 
and simple, mut be as large as the combined sorting and 
despatching yard, which is now the fashion. 

Whereas the very fact of the combination of work 
which is required necessitates long tracks in outgoing 
train lengths, each one assigned to certain fixed destina- 
tions; No. 1 for “A,” No. 2 for “B,” ete., ete., and the 
number of tracks fixes the possible number of destina- 
tions or classifications which can be worked. This ar- 
rangement may result in a long No. 1 track with only 
4 “A” cars on it at 3 p. m., while No. 2 may have 60 
“B” cars and no power available to move the “B” cars 
for 2 hours, and in the meantime more “B” cars are 
coming in and 50 “A” cars reported scattered through 
a train due to arrive in 50 minutes. 

As a consequence we have the following alternatives: 

1. Power must be gotten somewhere to clear No. 2 
track. 

2. “A” and “B” cars must be mixed indiscriminately 
on No. 2 track. 

3. The yard must be blocked and idle till power comes 
and when it does come nothing but “B” is ready to move. 

4. The train due in 50 minutes must be side-tracked 
before getting to the yard (and the power freed) in 
order to keep the yard open. 

Hence, if we wish to increase the yard capacity would 
it not be best, instead of adding additional tracks to the 
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take up some of the receiving 
off of the length and per- 
the classification yard and turn it into a 
dripping, sorting yard with an elastic 
leading into a big despatching yard made out 


yard, to 
yard tracks and cut one-third 
haps width of 
small, 


classification 


active, 
assignment 


of material cut from the classification and receiving 
yard. 
The assignment of tracks by destinations in this 


despatching yard should be very elastic if any is needed. 

In the sorting yard the number of classifications can 
be increased without increasing the number. of tracks, 
for instead of holding cars in the sorting yard as soon 
as one of its short tracks, with, say “A” cars, is full these 
ears can be run into a long despatching yard track which 


for the time will be for “A” destination, and when that 
despatching track is full they can be run on to another 


despatching track. 


Even if the power cannot clear the despatching yard 
and “A” and “B” cars must be run on the same despatch- 
ing track they will be in solid blocks of as many cars 


as a sorting yard track will hold and not badly and in- 


discriminately mixed. . Moral—No advantage but serious 
detriment arises from a large sorting yard. G. S. 


Acceleration Tests on the Central London Railway. 

In the last of a series of articles written for Feilden’s 
Vagazaine by Mr. W. N. Twelvetrees, a member of the 
Institute of Mechanical Engineers, some records of accel- 
eration the Central London Railway are given. 
The article is accompanied by diagrams in which curves for 
the various factors considered are profiled. The writer 
has given a thorough review of the installation and work- 
ing of the mechanical and electrical features of the road’s 
equipment, and the part to which we here refer has the 
exceptional interest that attaches to the question of ben- 
locating stations at the 
acceleration and retardation of 
trains. In matter previously published about this rail- 
road and its equipment reference was made to the pro- 
posal to thus place the stations and obtain the benefit 
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another. curve gives space and time, where ordinates 
represent feet and the abscissae represent seconds. Other 
lines show the drawbar pull, track and gear friction, and 
air resistance. 

It was found that a pull of 9,600 Ibs. enduring for 18 
seconds is exerted by the motors starting a train and 
that in that time the train will have traveled 160 ft. of 
level track and attained a speed of 17 ft. a second. En- 
tering the down grade of 314% per cent. acceleration in- 
creased and drawbar pull suddenly dropped to less than 
3,200 lbs., the train speed meanwhile increasing. On 
this incline the speed rose to 33 ft. a second, the distance 
having been traveled in 10 seconds and the drawbar pull 
having fallen to about 2,600 Ibs. It was estimated that 
of this 2,600 Ibs. little more than 880 Ibs. was available 
for acceleration owing to absorption by friction and air 
resistance. 

Throughout the 
train increased speed, 


down grade, 925 ft. long, 
and 58 secgnds after starting it 


easy 


the’ 
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Wide Fire-Box Passenger Locomotives for the Chicago, 
Rock Island & Pacific Railway. 


The accompanying engravings show.- another. exaiple 
of a heavy passenger locomotive with a wide fire-box for 
burning bituminous coal. This one was built by the 
Brooks Locomotive Works and delivered to the Chicago, 
Rock Island & Pacific in February, and we understand 
that exceptional records are being made. In some gen- 
eral features it is similar to the Brooks engines of the 
same type built a short time ago for the Burlington, 
Cedar Rapids & Northern. The Rock Island engine, 
however, is heavier, has larger boiler capacity and cylin- 
ders, and some novel details. 

There are four driving wheels 78% in. in diam., 36-in. 
truck wheels, and a two-wheel radial truck with 51-in. 
wheels. The cylinders are 20% x 26 in., the working 
steam pressure 210 Ibs., the weight on drivers 93,500 Ibs., 




















Wide Fire-Box Passenger Locomotive—Rock Island Railway. 


was running at maximum rate, 36 ft. a second, or 24.5 
miles an hour. At the beginning of the up grade current 
was cut off, drawbar pull ceased and the train came to 
rest in 84 seconds at the station level. 

From that part of the diagram given especially to con- 
sideration of acceleration and retardation it is seen that 
acceleration is constant for 18 seconds, at the rate of 
0.895 ft. per second per second. On the first down grade 


“the drawbar pull was reduced, but acceleration due both 


to the motors and to foree of gravity continued, and 
the total acceleration of 1.271 ft. per second per second 
endured until the almost level length of 925 ft. was 
reached. The acceleration due to gravity then fell to 0.06 
ft. per second per second, the total acceleration being 
0.15 ft. per second per second. Speed increased until] the 
up grade was reached, when retardation, which, for the 
purpose of the record, is called negative acceleration and 
shown below the zero line, was 0.705 ft. per second per 
second, its effect being shown in a speed and time curve. 
The brakes were not applied until the train entered the 
station, the speed at that time being about 17 miles an 
hour. 

Three curves in a diagram showed horse power used. 
One of these curves, given to the power required to over- 
come air resistance, showed the maximum to be about 


the weight on leading wheels 37,000 lbs. and the weight 
on trailing wheels 37,000 lbs. 'This makes a total weight 
of 167,500 Ibs. The tender loaded weighs 108,000. Ibs. 
The fire-box is 6 ft. 2 in. wide and 8 ft. long with a grate 
area of 55.7 sq. ft. At the front, the fire-box is 74 in. 
deep and it is 64 in. deep at the rear, giving ample space 
for a brick arch. The front water leg is sloped back- 
ward to clear the driving wheels and the back head of 
the boiler is given a very decided slope with the result 
that the cab is large and there is plenty of room for the 
enginemen. There are 189 sq. ft. of heating surface in 
the fire-box, and 2,617 sq. ft. in the tubes’ a total of 2,806 
sq. ft. This is a little over 50 sq. ft. of heating surface 
for each foot of grate. The tubes are 15 ft. 7% in. long. 

Piston valves 11 in. in diam. are used and as will 
be seen from the engravings, a modification has been made 
in the valve gear. The eyes of the link, or the points 
where the eccentric straps are attached, are on the center 
line of the link instead of back of this line. This changes 
the valve motion in some ways which are considered an 
advantage and we believe that indicator cards taken from 
this engine have shown an excellent steam distribution. 
Later, we hope to describe the valve gear in detail and 
show the steam distribution resulting from this design. 
As will be seen from the drawings, cast steel has been 
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Boiler of Chicago, Rock Island & Pacific Wide Fire-Box Passenger Locomotive. 


of gradients, both ascending and descending, and the op- 
position with which this plan has met was also noted. 
Speaking of this feature the writer states explicitly the 
results obtained in the economy of motive power. 

A diagram showing the gradients throughout the whole 
line is given, but the writer confines his demonstrations 
of the characteristics of this electric traction to that 
part of the line between Oxford Circus and Tottenham 
Court Road stations. Starting from Oxford Circus gradi- 
given as follows: 160 ft., level 295 ft., 344 per 
925 ft., .161 per cent. down; 525 ft., 1° 
per cent. up; 160 ft., level. The diagram upon which op- 
erations on this section are plotted is made to show the 
speed of the train in feet per second in one curve, and 


ents are 
cent. down; 


12.5 h.p. A second curve diagramed the power absorbed 
by gear and track friction at different speeds, and the 
power used by the drawbar in accelerating the train was 
shown in the third curve. 

In the last instance it was found that the maximum 
was reached in the 20th second; that a drop occurred as 
the down grade was entered; that a rise occurred with 
increased speed up to the 30th second; that another fall 
took place when the power was suddenly decreased; and 
finally, that there was a gradual rise with increase of 
speed until at the 58th second the current was cut off. 
From the last curve the maximum power was found to be 
somewhat more than 300 h.p. and an average of 157 h.p. 
was established during the expenditure of energy. 


used for many parts of the spring rigging and for braces 
and brackets which are often forgings. 

The special equipment includes American driver brakes 
and Westinghouse brakes on the tender; Westinghouse 
air pump; Nathan lubricator and injectors; Ashton 
safety valves; Sewall steam heating apparatus; Scot! 
springs and Jerome metallic packing for the piston rods. 

Other general dimensions are as follows: 


NRO ical tac cule ca cee as ees brclecatace severe 4 ft. 8% in. 
Wheel base, total of engine... ui aia arene sisted Pa: fee 28 ft. 8 in. 
WGI DANG: GQUINIINES ccs 5s acterelt ac 05 «ices eres ani Ry ae ye 
Wheel base, total engine and “tender WN eat cas oh wba $00 TRS 53 “ft. 7 in. 
TGNGth: OVER Gil, CNBC. x6 5:0101c5.60 6:0:6.c.0.0en we 0assos 40 ft. 8 in 
Length over all, total engine and tender ag tae 63 ft. 9 in 
Height, center of boiler above rail............+++ 9 ft. 74 in. 
Hroleht OF stack QUOC FAM 5.0.06 5:0.65 510 6 cied ces os . 15 ft. 6 in. 











= 


Aprit 26, 1901. THE RATLROAD GAZETTE © 





























































































ate er a Sidi rei cts seale av ice deisel All cast steel i : er sy ——_ ba romp of tip above center of seein in. 
Type of leading wheels, COCCI, WITS OE DINE < cc ccc cccesccuccesveecebvccascees *late 
Four-wheel swiveling and swing truck Netting, size of perforations....................0-16x 1% in. 
Type of trailing wheels................. Improved radial axle Gees Sst nkidds ckeiiasead naeuatanceeeeead Cast iron taper 
TOUNAL TOHOMIG GRICE. 6 oe s-6 eo cjc te 06 cwegesie.uocee 6% x 11 in. SAREE IGGME CIRO oi so icccc ee cewieecsccansncdaseeerecns 16 in. 
TiGGtae: ASICS, WHEN BE. ois o.0 cc cc sat iscccncsvecesewse 6% in. Stack, greatest diameter 19% in. 
soumes ae wer gh cdalb ig gr acca sik ising dieigs olde Gane 9 x 12in Stack, height above smoke-box. ...........0..ceeeeeee--00 IM. 
De BN WOO hes os bcc eeccenvereevinctredecnne 9% in. 
WAtIaee RUMI OEIC. oc sos oc clnvcces See ccnene cents 8 x 14 in. Tender. 
ET vera a ee ME cdiad ds Kanedvecwecnaueed ae tine ss, in. aype eee dew dee Heder sndeenemecmumaneee Kight-wheel steel see 
ston ro AMETEL. 2... cece rcecccrccceccccscccscecs 3% in, Tank, type. ....2cccccccccccccccccccccccccccsees Gravity slide 
Main rod length center to center. ...........scecesecs 127 in. Wank, CAPACI LO WAHLER 6c cs ccc ccccccsucstuges 5,500 gallons 
son — ——— Da REACTS oe Pea ete RED edt woe rank, capacity Dai | RES RE EA Se os 8 some 
ee WBE oo 655 d: 055, 0:5. oe cee etw. Boh Ge haa OM hace. cae & in. MIDMCMUUOUEEN vac 6d. aon Cane cceeteaawee aaineniies . Stec 
Woenmase Werte, IOASt Gre. «6.5 sec vedeccescccag seeee 75 sq. _ , Cen Or BEC e eas 6:4. <ccsdecaduaneasens LA , and 5- 5-16 in. 
See RAE EI oss oie erg 4 oes sieieleows BA0 ees inte he ee eee om 3% py) BR ee re ere pre oe Steel channel 
Valves, Kind Of ..........ccccccceccccsorers We OF URE ice as cinaceccansctaccwadaase Fox pressed steel 
boi 5, ag bgp Fo Nore EL of ger je te ER ae ee oe Double elliptic and coil 
alves, steam lap (inside f PERRO Ce UNNI iiuca ee acecrsvnewetkdetanecteaweden 36 in. 
Valves, exhaust clearance (outside).................000- 0 in. Diameter and length of journals................00085 5x 9in. 
Lead in full gear......... ee see eee ee reece eens 1-16 in. positive Distance between centers of journals................00- 5 ft. 
Lead constant or variable Wiig eatanctinale ode eas care aeecs Variable ae a ee 6g} er ee 6% in. 
Boller, type Of....2......csccceccccceccccccccecers Wagon top = Eameies of comlet af G26... . 04 <scccnscusexcinacadaneat nq in. 
; je beteripte —— chen heey drse siete renee as — — = —— — bumper beams.............21 * 3 Lo 
Ure CREED, BIR. DAE DON 6 4: 5-6:0 oc0-cre.c:o ei eigien eco en' iain eaisie'siere ee TEE CO COE BENG ib wc ke cenednat.cancenesasat 20 ft. 1% in. 
Boiler, thickness of material in shell, Ween Ci Oa ch ccanccmaaceanesadsacenessaaeed 10 ft. 
ssh aes a ee , 11-16, 9-16 and 2 i * Hetght of tank not including collar. EPS : 
Cp Ree ee eee % in. TOG GR elie cecedescdcneacaecsidels iB: 6. B. coupler 
Boiler, diameter of barrel front..........ce..-ceeeeeee 66 in. , ' 
Boiler, diameter of barrel at throat.................. 71% in. rae 
Seams, kind of, horizontal................... Sextuple riveted eRe ee ee ae ee eae ae ee 
Seams, kind of, circumferential....Double and triple riveted - oe r 
Grown sheet staged with Rouaeaeadors kecoase x ten Radial stave s Volcanic Conditions on the Line of the Nicaragua Canal. 
ome, f oT, Whe oo a/ara aid. ci Wie: baie Molen s Oe wee eee 
IE, CR IOUIE 2 ecnnc igs asec hwresviccdseredevneeres Steel 
Fire-box, thickness of sheets, ¥ 
siiaes ay 34; tube, 54; sides, agi #6 In. For some montis Mr. Bunau-Varilla, a distinguished 
Fire-box, mud ring, width, a : y French engineer, has been in America and has given lec- 
a OnE ae and ie oe es tet ‘> tures before various engineering and commercial bodies 
Grates, kind ~ Sepnapaeeecaie Berrie ess Cant from, rocking fF on the Isthmian Canal projects. We propose to reprint 
Tubes, No. ~ olde devas noses eehineneate gees: EP | extracts from these lectures and shall begin with his novel 
abe prareeing sk cia DW es SEL damean pe: vencataes ain, o and extremely interesting study of the probability of 
Tubes, thickness......... nares a raranpeees No. 11 B. W. : . i, We voleanic disturbances on the two routes. Mr. Bunau- 
q D p ad . r . Bl . . ‘hs 
Fw sod ee eee ine oe in. __ 4g fe-----—-- sa - A... \ arilla was formerly Engineer in C hief of, the Panama 
Smoke-box, length from tube sheet.................- 641% in. Canal, is a Director of the Congo Railroad and President 
ee ee ee CI PERE EE SO SOR en eee eee 
PSGRnet HOMBIG: ClGMCLED.. focccs..uyecesndsnes eeceeee 5% in. therefore, with special knowledge and as a man trained 
r ‘aa roe 
pres yi 
" 
ae ee ee ee ae eee hy 
wo sna bE? woo Steen nnenennnn ne 8 
Fire Box 108% 74” sia ies y 
Inside Ping > 
i 





783 diam, 
Drivers 2 = 
















































































4” 


‘4 


£ 
Lg --—---|-----—— 




















a ae 

















Wide Fire-Box Passenger Locomotive—Chicago, Rock Island & Pacific. 
Mr. G. F, Winson, Supt. Motive Power. Built by the Brooks LocomMorivE Works, Dunkirk, N. Y. 
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in the responsibility of great enterprises. What follows 
is quoted verbally from the printed text of his addresses. 

Stability.—I propose now to touch upon another point 
which does not concern the construction proper of the 
Canal, but has reference to future contingencies, and 
which was not discussed by the United States Isthmian 
Canal Commission in its preliminary report. I wish to 
speak of a danger arising from seismic disturbances, both 
during construction and after. 

In Panama, there is within a distance of 180 miles from 
the Canal no volcano, even extinct. The Isthmus there, 
since its formation in the early quaternary period, be- 
fore man appeared on the earth, has not been modified. 

This is quite the contrary in Nicaragua, which has 
been always the site of seismic convulsions, whose lake 

was formerly a gulf of the Pacific Ocean, and whose name 
was associated with the most terribie volcanic explosion 
ever recorded in history before the Krakatoa explosion in 
Sound’s Islands. 

The explosion of the voleano Coseguina in 1835 lasted 
44 hours, the noise was heard at a distance of 1,000 miles, 
the ashes were brought 1,400 sea miles by the winds, 
the mass ejected into the air was calculated to have cov- 
ered a surface equivalent to eight times the surface of 
France, and the volume was calculated to be equal to 50 
eubes having sides of 1,100 yards, which allows me to say 
that during these 44 hours the volcano ejected every six 
minutes a volume of stone and ashes equal to the total 
volume of the prism of the Nicaragua Canal, as it was 
calculated by the Nicaragua Canal Commission, and 
which will necessitate eight years of excavation. 

In the very center of Lake Nicaragua is a volcano in 
constant activity, the Omotepe, whose last great eruption 
occurred in 1883. 

Between the two above named volcanoes we find a 
series of volcanoes in recent or continuous activity, the 
Hell of Masaya, on the shore of Lake Nicaragua, the cele- 
brated Momotombo, on the shore of Lake Managua, the 
voleano of the Pilas, which was born in 1850, the Santa 
Clara, the Zelica, the Nindiri, being the best known of 
them. : 

The continuity of voleanic disturbances is stated in an 
appendix to the Nicaragua Canal Commission’s report: 
“In the northwestern part of Nicaragua slight earthquakes 
are frequent. Scarcely a month passes without one or 
more being noticed. ‘The center of these disturbances is: 
always near the line of the Nicaragua volcanoes; the line 
of volcanoes begins with Madeira (near the Omotepe), at 
the southern end, in Lake Nicaragua, and terminates at 
Coseguina, at the northern end, near the gulf of Fonseca.” 

Two most important facts have been recently estab- 
lished by Mr. Bertrand, geologist and member of the In- 
stitute of France. 

1. The Lake Nicaragua is one of the three lines of 
least resistance in Central America, which are a site of 
election for great seismic disturbances. It is the line of 
depression between the Costa Rican volcanoes and the 
Nicaraguan, and plays the same part as the other two; 
the bay of Fonseca, which is a voleanic lake characteriz- 
ing the depression between the Nicaraguan and Salva- 
dorian volcanoes, and the Lake Pacayan, characterizing 
the depression between the Salvadorian and Guatemalan 
volcanoes. ‘These two last lines of least resistance have 
been the site of the most terrible convulsions owed to the 
Coseguina for the former and to the Fuego (Fire) for 
the latter. 

2. The underground fire is going south, and increasing 
in Nicaragua. From the figures given by Mr, Bertrand I 
calculated that before the nineteenth century, out of all 
the great explosions or earthquakes recorded, 45 per cent. 
belonged to Guatemala, 35 per cent. to Salvador, and 20 
to Nicaragua, whereas in the nineteenth century 
only 30 per cent. belong to Guatemala, 45 per cent. to 
Salvador, and 25 per cent. to Nicaragua, showing an evi- 
dent tendency to a displacement of the activity south- 
ward and an increase in Nicaragua. : 

To justify these figures one can say that several] vol- 
canoes became extinct in Guatemala, and that none was 
extinct in Salvador or in Nicaragua, but, on the con- 
trary, that two were born in Salvador, Izalco, in 1770, and 
liopango, in 1880, and one was born in Nicaragua, that 
of Las Pilas, in 1850. 

Danger for the Canal Once Built.—It is entirely false 
to compare the equilibrium of dams and locks with that 
of a high tower or of a church. A wall or tower even 
fissured can stand after an earthquake. A longitudinal 
fissure in a dam, which will not alter its equilibrium as 
a wall without pressure of water, would mean its im- 
mediate overthrow when the water pressure is exerting 
its force upon the surface of the inside fissure. 

Outside of the danger of seeing ruined the dam or the 
locks by a great seismic commotion, one must not forget 
that there is great probability of seeing formed in the 
sea of Nicaragua, which is 100 miles long and 45 miles 
wide, one of those terrible tidal waves which were so de- 
structive in Lisbon (earthquake of 1752), and Krakatoa, 
1883, the latter being 100 ft. high and the former 40, and 
which caused unlimited disaster. 

It must be borne in mind that these menaces would 
mean, if realized, not only the destruction of that costly 
Canal, but the ruin of the interests of both sides of 
America, which will have been developed by the great 
waterway. 

Transformation of the Panama Canal into a Bosphorus. 
—Nothing similar can be feared in Panama, as no trace 
of any local volcanic activity may be found on that 
Isthmus, whose rare and small seismic vibrations come 
from distant centers. 


per cent. 


The future, on the contrary, far from being open for 
destruction, is open for a gradual transformation from a 
lock canal into a level canal, into a Bosphorus, which 
means a vapid transit in five hours from ocean to ocean. 
This can be done without stopping or troubling the nav- 
igation even for a quarter of an hour, by following the 
solution I have given years ago to this question, which is 
extremely simple, and consists, all engineers will under- 
stand me, in making the two gates of a lock of the same 
height. 





Emergency Surgical Boxes. 


From inquiries sent out from this office to about 200 
of the principal railroads of the country replies have 
been received showing that about 40 roads provide at 
stations, or on trains, or both, boxes of surgical appli- 
dnces for use when employees or other persons are in- 
jured and no surgeon or nurse is at hand. A summary 
of these replies is given below. The questions sent out 


used for baggage, thus introducing a protecting mass be- 
tween the locomotive and the passengers. 

“The objection drawn from the diversity of types of 
cars grows less each day. The ‘limited’ trains and many 
express trains are now homogeneous in makeup. Light 
stock may be kept especially for local trains and for 
trains on secondary lines, the speed of which is low. The 
attention of the managing officers is drawn to these con- 
siderations and they are requested to present within two 
months to the Minister their propositions for getting rid 
of the special shock vehicle.” 








” 50- ft. Furniture Car With Steel Underframing—Erie 


Railroad. 


The Pressed Steel Car Company has built 100 50 ft. 
2, in. furniture cars of 60,000 Ibs. capacity, and hav- 
ing steel underframing, for the Erie Railroad. The 
underframing is of the same general design but very 
much heavier, owing to the great length of the car, than 








“PIRST AID TO THE INJURED” ON AMERICAN RATLROADS. 































° This 
i 
= <6 Emergency boxes are kept in or by Instruction is given by 
begun 
: West Point........... Cabooses and baggage cars........- asiiiau stelelaslencn cieiecee Seeteamaeee Serva ecern 
scan Ohio..... isasoueennn i891 Mae sae RII Eo. 5 viciae sales aicisieiss e's 416 ate 2 BONNE Some Pane mre as ia. dinuare ‘ 
Boston & Albany........ seseeeees 1886 Cabooses and baggage COTE. 040505 see ——— lectures. 
ee eee ee *  Ghapter in rule hook. 
Sentral Of GOOTBIE. <.0.000ssececcses MOOR On wrecking TERING. 0:0. ccsccicescsees's Cireular (1889). 
Chicago & EB. Ill... ....eeeeee cece 1896 At three stationS.........-. cece ee eee neces meee eee tence ee ee eee ee eects 
Chicago, Rock Island & Pac..... . - 1 ee a rs) wisek Conductors instructed by surgeons. 
, Jabooses an gg ; 
Cincinnati, New Orleans & T. Fi. wee ates eisiciaie's-sise'e Handbook. 
Denver & Rio Grande.........+. - 1871 trains, OXES...+.-++++ ee Stati gy re ene rer erate ot er ne 
Duluth & Iron paase. Locimeseecss sane | MRGROMECREB<:.0.01s eae Began eee 7 seeccacenceeceneues oeseneeeeeees ¢ 
Evansville & T. H...........---- 1901 — trains and at prin oe s ie 
ity........ 1898 In all cabooses and baggage cars and 817777177 
Ne I Ree Sey 5 at — capone ce ceeeceeces seo Circular 
Senaaaib reieistenia n all cabooses an aggage cars 
ere a8 Pry shops ag thd Ra a ea Goeeciacae Sipleters Sas lecatg nts leiciotcateuna Gola Sea .areis, seiaeyste 
roce Mexico) ......... ... 1893 u passenger trains and at termin 
Inte anic (Mexico) UE EID: eis :0 wc0s0.6 a9 sin aives sie soe as ¥ieo Chapter in rule book. 
Lake Shore & Mich. South........ 1887 All trains and yards; 400 boxes..... Book; occasional lectures to fore- 
men. 
Lehigh Valley ......cssessecescoes Passenger conductors, work trains, 
YARABS BIO POKES cccccscccisewcccsc “Sewssis sie ssig soiecia sine we HES oo 6d s.4 01 0% 
Long Island ......-..seeeeeseerees sisine ODI MERARING 0.5 se) sis Sininiels a eininicies cn ene Lecture and book. 
ome Pome ‘Denial (Canada diy.).. 1895 Cabooses, baggage cars, ork trains, . 
private cars; 145 boxes............ Circular; lectures 1895 and 1901. 
Minneapolis & St. Louis.......... 1898 Wrecking cars and shops; 10 boxes.. 
Minneapolis, St. P. & S. S. M.... ..-.- Through trains (in steeping cars).... 
Missouri —. es eeeeceeee vteeeeee eee — anager a nen —_ — Kccbien: ~Mealniaiwalsiciaerem seem ea alee teases mc geavert cele 
mtral ...... pe cine waa awoke 3aggage, sleeping and business cars; 
wginreabia onberese” fe " i ice ware troaigeiee atise re On time table; also lectures. 
New York, Chi. & St. L.......... 1900 At 12 stations iso a atresia Noa e aoa Sah Were ele Bane Nereis einoerensienes cosets 
New York, Sus. & West.........- sees Riiotaie ab kiswauslacnturemecne Gircular and’ lectures. 
Norfolk & Western........ seeeeee Sivas: a taianincuhne mies ieee Beinn ma mate ke ie sien Circular. 
Oregon Short Line...........eee02 eee- Cabooses, passenger trains, principal 
ERE Sisintere 6 5 3k .e'p die Nieaieicwe civSee" . -lalase bres pe Bdemce¥ Res KEV e Sets seg Se wsic:s 
Pacific Coast Co.........-eeeeeeee emis” cate bteneie aes iogte ie imctin s Subba mete oa cisats sie : Rule book 
Rio Grande Southern.............. 1890 = All trains and shop8!.............+. ees seen sie stale es eT POC RET 
Rio Grande Western.............- 1891 Cabooses, passenger trains, work 
trains and JATZE BANAZB..... cc cccse seccccccscccccevecrs ssvccccscccsseses 
Rutland .............-0. see eeeeee Cabooses and stations............ cies:  _ExeR Sle eiselahe Sa ear cmaeale en eemlaeeee 
St. Louis, K. & N. W......--+---- --»- At 7 places in St. Louis............ Lecture 
Southern .......seeesceescevcves ses IEE ESE A Se TA es Chapter ‘in rule book. 
Southern Pacific  ippaipe System).. 1896 On limited trains and 130 stations. .  Cireular. 
Toronto H. & Buf. ......0.0.6+0+ 1897 ‘abooses, baggage cars and principal 
Tenn RE, REI EERE | SARE re a Lectures. 
Union Pacific ......ccccssevcees -. 1900 Cabooses and baggage cars.......... Circular. 
pain aly ele nie Cabooses and baggage CarS.......--+ = see eeeecece Siccaidine sacle ee mnnee seehienes 


Wisconsin Central...... 





1Formerly lectures were given. 
2Expects to give lectures. 


sEquipment on passenger trains morecomplete than that on freight trains 








also covered the matter of instruction in “first aid to the 
injured.” 

Some comments on the facts in heed table will be found 
in the editoria] column. 








The Suppression of the “Shock Vehicle.” 


The French Minister of Public Works has recently 
addressed to the administrative officers of the French 
railroads a circular which is freely translated below. It 
has some interest as an example of railroading under the 
paternal system, although it has little application to 
American practice. 

“Experience has proved that it may be very dangerous 
to assemble in fast passenger trains vehicles of dif- 
ferent types; that is, having important differences in 
weight, in number and spacing of axles and in strength 
of underframe. Light and short vehicles mixed in a train 
of heavy and long vehicles are more subject to derail- 
ment. In case of collision the more fragile cars are 
crushed by the stronger ones. With a homogeneous train 
derailments are less frequent and the consequent blows 
less disastrous. 

“Two principal difficulties arise in the effort to make 
passenger trains homogeneous. First, it is not easy 
to make up such trains when the material assembled in 
the yard from which trains are made up contains many 
different types. In the second place the obligation is im- 
posed by Article 20 of the law of Nov. 15, 1846, to always 
put a shock vehicle (in practice a baggage car) between 
the locomotive and the first car carrying passengers. In 
fast passenger trains, made up of heavy bogie cars, the 
ordinary baggage wagon is evidently not rational and is 
sometimes dangerous. 

“But this second difficulty no longer exists. The re- 
quirement of Article 20 of the old law of 1846 is now 
modified by the decree of March 1, 1901, which gives to 
the Minister the right to dispense with the shock vehicle 
in trains of special composition. Therefore, it is pos- 


sible to get rid of this vehicle in fast trains made up 
exclusively of heavy cars on bogie trucks or with wide 
spacing between axles. 


A part of the head car may be 


that of the Philadelphia & Reading box car of 60,000 
Ibs. capacity, which was illustrated and described in the 
Railroad Gazette, April 29. The metal longitudinal sills 
and end sills are covered with furring sills of wood, 3 
in. high and 4 in. wide. These furring sills are sub- 
stantially bolted to the metal sills. The upper structure 
is the same as that of all heavy standard box cars of 
the Erie. The frame work is well bolted to the furring 
sills and the metal sills, and the sheathing and the floor- 
ing are substantially nailed to the furring sills. 

The cars are being used in regular service, largely be- 
tween Rochester and Chicago, where there is a great 
shipment of automobiles and other vehicles, and this 
traffic especially was considered in working out the de- 
sign. In this connection it may be noted from the illus- 
tration which is given herewith from a photograph of 
car No. 68,488 that the doors are placed considerably 
to the left of the mid-length of the car as the observer 
stands facing the car. The purpose is obviously that of 
accommodating long vehicles which, singly or grouped, 
would obstruct the doorway if it were placed at the 
half-length of the car. The doors are double, have an 
opening 10 ft. wide, and they meet at the center, as 
shown in the illustration. Other special features of the 
car are the Pressed Steel pedestal type of truck; the 
Solid Pressed Steel brake-beam, and the Pressed Steel 
Car Company’s standard twin spring draft rigging—the 
Schoen device—all of these being made by the Pressed 
Steel Car Company. It is pleasing to note here that fa- 
cilities for making cars with wooden. bodies and steel 
underframing have recently been added to these car 
works, and the making of such cars is with them a com- 
paratively new feature. They now have a capacity of 
from 30 to 40 cars of this kind in addition to the regular 
steel car output, and the total shipments for March 
reached 2,609 cars, an average of a little more than 
100 cars for each working day. 

The length of the Erie cars over end sills is 51 ft. 
984 in.; width over steel side sills, 9 ft. 4 in.; from out- 
side of end sill to center of body bolster, 5 ft. 10% in.; 
the width of side door opening is 10 ft., as mentioned 
above, and the height of door opening 8 ft. 7% in. The 





Aprit 26, 1901. 


THE RAILROAD GAZETTE 


281 








inside clear width is 8 ft. 914 in., and the inside height 
under ‘car line at center 9 ft. 5% in., with an inside 
height under car line at the side 9 ft. 334 in. The in- 
side clear length is 50 ft. 2%4 in., the height from top of 
rail to eaves 13 ft. 4 in., and the height from top of 
rail to top of running boards 14 ft. 14% in.. The height 
from top of rail to center of coupler for the light car is 
34% in. and the height from top of rail to the top of 
floor is 3 ft. 64 in. From center to center of body bol- 
sters is 40 ft.; center to center of truck wheels 5 ft. 
2 in., and from center to center of journals, transversely, 
6 ft. 3 in. White oak and pine timber are used in about 
the usual proportions for the several members of the 
upper structure. This work is illustrated in accompany- 
ing line drawings. The light weight of the car is about 
44,000 Ibs. 

The trucks are of the Fox pressed steel, low bolster, 
pattern suitable for cars of 66,000 Ibs. capacity, and 
have a factor of safety of five, including the weight of 
car body. The center-plates are pressed steel, and the 
brackets for brake-beam hangers and pedestals are 
placed and riveted on the body of the truck to suit’ in- 
side-hung brakes of the latest improved Westinghouse 
type. The wheels were drawn to specifications which 
required them to be 5% in. over the tread and flange, 
and to weigh not less than 650 Ibs., conforming in the 
flange to M. C. B. gages, the gage for mounting wheels 
being furnished by the Erie. The axles have 4% in. x 
8 in. journals, and are of open-hearth steel, the wheels 
being pressed on at 35 tons minimum pressure, and not 
to exceed 45 tons. The journal boxes are of cast iron 
with pressed steel lids, have bearing keys of malleable 
iron made by the Dayton Malleable Iron Company, and 
bearings of Magnus imetal Company’s make, lead lined 
and cast from a mixture of copper, tin and zine in the 


proportions of 85, 14 and 1, in the order named. It was 
stipulated in the contract that the lead linings of the 
journal bearings should not weigh more than one pound. 
It is interesting to note that it was thought advisable 
to specify that these cars should be started upon the 
road with the journal boxes provided with basswood 
dust-guards, oiled with ‘Galena standard freight car oil, 
and packed with Perfection packing made by the 
Franklin Manufacturing Company. The truck springs 
were made by the A. French Spring Company, and of 
such proportions that with one double coil spring placed 
over each journal box, in the manner common to the 
IFox truck, the spring height is 6 in. under a load of 
11,500 Ibs. and 5 in. under a load of 23,000 Ibs. The 
kingbolts are of wrought iron 1% in. in diameter and 
15 in. long, the lower end being plain and the upper end 
having a key, thus providing for putting the bolt up 
from the bottom. 

The steel underframing is designed to carry 33,000 Ibs. 
on the side sills with a fiber stress of 16,000, this load 
being uniformly distributed in addition to the weight 
of the superstructure resting on side sills, and with 
the intent that the center sills shall carry weights equal 
to those borne by the side sills. The spring power of the 
draft gear is graduated so that the twin springs: have 
heights of 8 in. free, 6 in. solid, 744 in. with 14,000 Ibs. 
load, and a total capacity of 38,000 Ibs. The super- 
structure has 34 in. x 24% in. wrought iron braces run- 
ning diagonally from each corner and secured to the 
side sills near the door to assist in steadying the roof, 
these braces being arranged as shown in é¢he illustra- 


tions. The sheathing is put on full length from the 
under side of furring sills to the upper edge of the re- 


bate on fascia board, except at door openings where it 
extends from the bottom of the furring sills to the floor; 





and over the buffer timbers, where it is applied in the 
manner shown in the end view of car appearing among 
the illustrations. The corner and bolster posts are fit- 
ted into malleable iron flanged pockets and caps on fur- 
ring sills and plates, and are dowelled into the pockets. 
The door and intermediate posts are tenoned into the 
furring sills and plates, all posts except corner posts 
being made composite, with a half-inch iron reinforcing 
plate. This plate is bolted between the wood members 
with 8¢in. bolts, and the nut ends of the: bolts are riy- 
eted over. The roof is Chicago Metallic, 1892 model, 
made by the Chicago-Cleveland Company. Taken as a 
whole the impression conveyed is that of a very sym- 
metrical and durable car, which is of more than passing 
interest because of its dimensions and its composite 
structure. 


Inter-Urban Electric Railroad Development in Northern 
Ohio. 


Electric railroads appear to be developing in a natural 
progression which seems resolvable into three quite clearly 
distinct stages. First came these roads in the thickly 
populated centers to serve a strictly local use. In the 
second stage these lines are pushed into the suburbs and 
the outlying districts to enlarge the area of service. We 
seem to be just entering upon the third stage, which is 
the connecting up of the various detached systems, form- 
ing interurban lines and, ultimately, extended trunk lines 
between large centers. In the first two stages the trolley 
has become the feeder and in a measure the local rival of 
the steam railroad. But in its more ambitious scope as 
a trunk line it promises to raise an issue with the steam 
roads of much larger importance. 

Heretofore for long distance travel the steam roads 
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have had the advantage of speed. So long as trolleys run 
along the highways and make stops at every corner this 
handicap must continue. But many of the electric trunk 
lines are planning to run over private rights of way and, 
on express service, to make stops only at infrequent 
points. Add to this the tendency to extend the service to 
light freight and express business and the electric road 
will prove a dangerous rival to steam. How dangerous is 
a problem to be determined, since the trolleys as yet are 
but at the beginning of this third stage of their develop- 
ment. 

The public is becoming familiar with electric lines 
40 and 50 miles long. If some plans now under way be- 
come realized, it will not be long before there will be 
systems in operation whose cars run in continuous lines 
of 200 or even 500 miles. We have selected the State 
of Ohio, and particularly the northern end, as an excel- 
lent example of these extensions and consolidations of 
electric lines now under way. To the man who has fol- 
lowed the matter in only a cursory manner the facts may 


prove a revelation. 
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proposed Cleveland, Medina & Southern. The latter 
company was incorporated in October, 1897, to build an 
electric line from Cleveland southwest through Medina 
and Columbus to Cincinnati. No line has been built, but 
in January last it was reported that a union of interests 
had been effected with the Cleveland, Elyria & Western 
and a road will be built southwest 58 miles via Medina 
and Creston to Wooster under the title of the Cleveland & 
Southern. A. H. Pomeroy, Vice-President of .the new 
company, is also President of the Cleveland, Elyria & 
Western and it is proposed to use the, tracks of the latter 
company as far west as Berea. Some 40 miles of the 
line will be over private right of way. Contracts were 
let in February for building and equipping the road. 

The Lorain & Cleveland connects into Cleveland over 
the tracks of the “Little Consolidated” at Rocky River 
and owns a line 19 miles long from Rocky River west to 
Lorain. The Everett-Moore syndicate, so-called, which 
controls the Cleveland local lines, owns an interest in 
the Lorain & Cleveland, and also in the Sandusky & Inter- 
urban Electric, as well as in the Northern Ohio Traction 
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Map of Northern Ohio Showing Electric Railroads Built and Proposed. ° 


(The heavy solid lines indicate electric roads in operation or practically completed, and the broken lines roads building or projected. 


The routes as laid down between centers are intended to be only approximate.) 


The city of Cleveland forms a most important center 


for interurban electric railroads. The city itself is served 
by the Cleveland Electric and the Cleveland City rail- 
roads, known respectively as the “Big Consolidated” and 
the “Little Consolidated.” Their lines aggregate 200 
miles in the city and immediate suburbs. Running from 
the city to the northeast along the lake is the Cleveland, 
Painesville & Eastern, which leaves the Cleveland Elec- 
tric at Euclid and extends northeast 19.52 miles to Paines- 
ville. It also controls the Painesville, Fairport & Rich- 
mond, which leaves the Cleveland City at Glenville and 
runs northeast 14.89 miles toward Painsville te Wil- 
loughby. ‘The Pennsylvania & Ohio was organized in 
ISOS and proposes to connect with the Cleveland, Pains- 
ville & Eastern and complete a troHey line from Paines- 
ville northeast through Geneva, Saybrook, Ashtabula and 
Kingville to Conneaut on Lake Erie, near the Pennsyl- 
vania line, the total projected length being 44 miles. 
Seven miles is completed and the company is_ building 
from Conneaut Harbor to the city of Conneaut. 

Somewhat to the south lies the Cleveland & Eastern, 
which was chartered in 1897 to build an electric line from 
Cleveland east to the Pennsylvania state line. It now 
has 46 miles in operation runnimg east to Middlefield, with 
a branch northeast to Chardon. The Cleveland & Chagrin 
Falls Electric also reaches Middlefield. The parent road 
runs from the Cleveland City limits east 15.2 miles to 
Chagrin Falls. The company operates under contract the 
Chagrin Falls & Eastern Eelectric from Chagrin Falls 
east 1845 miles to Middlefield. A branch is building from 
Burton south 12 miles to Garrettsville on the Erie. 

The Northern Ohio Traction is a consolidation of the 
Akron, Bedford & Cleveland and the Akron Traction & 
Electric. The President and chief owner is Henry A. 
Everett, also President of the “Big Consolidated,” with 
which company close relations are maintained. The line 
runs from the “Big Consolidated” south through Bed- 
ford to Akron, and with local extensions operates 56 
miles of track. Building is in progress on about 20 miles 
more which will extend the road south to Canton. The 
Akron & Cuyahoga Falls Rapid Transit has been recently 
acquired, running from Akron southwest to Barberton 
and northeast to Cuyahoga Falls, in all 23 miles. At 
Canton the line will connect with the Canton-Massillon 
Blectrie, which joins those two cities and serves them 
locally, 

West from Cleveland extends the Cleveland, Elyria & 
Western, organized in June, last year, by the consolida- 
tion of the Cleveland, Berea, Elyria & Oberlin, the Lorain 
County Street and the Oberlin & Wellington. The main 
line runs from Cleveland west 36 miles via Berea and 
Elyria to Oberlin, paralleling the Lake Shore & Mich- 
igan Southern. It owns lines from Elyria north 138 miles 
via North Amherst to Lorain on the lake, and from Linn- 
dale to Puritas Springs, six miles. Under the charter of 
the Oberlin & Wellington the company is extending its 
line from Oberlin south nine miles to Wellington and is 
building on west 21 miles to Norwalk to connect with the 
Toledo, Fremont & Norwalk into Toledo. 

According to report, the company will also build from 
Elyria southeast 17 miles via Strongsville and Bruns- 
wick to Medina, where connection will be made with the 


and the Cleveland, Painesville & Eastern, before men- 
tioned. Preliminary arrangements have been signed be- 
tweén this syndicate and the firm of Charles D. Barney & 
Co., who control the electric roads of Sandusky, for form- 
ing a consolidation to be known as the Lake Shore Elec- 
tric, with $4,000,000 capital stock and a like amount of 
konds. The immediate plan appears to be a connecting 
line from Cleveland to Detroit, with the probable inclu- 
sion of the Cleveland, Elyria & Western and the Toledo, 
Fremont & Norwalk, which, when completed, will con- 
nect Cleveland with Toledo.» From Toledo the syndicate 
has acquired the Detroit & Toledo Shore Line, partially 
finished about two years ago between the two cities. 

The Sandusky, Norwalk & Southern was_ incorpor- 
ated in December, 1900, to take over the Sandusky, Milan 
& Norwalk and the People’s Electric. These lines con- 
nect Norwalk with Sandusky and it is proposed to make 
an extension on south about 30 miles to Ashland. The 
Toledo, Fremont & Norwalk was incorporated in 1899 to 
build an electric line from Toledo northeast 62 miles to 
Norwalk. It was to be completed for the entire distance 
in March last. The company also proposes to build a 
branch from Genoa to run east about 80 miles to Lake- 
side across the bay from Sandusky. 

A number of other electric railroads are building and 
projected in and around Toledo. The Toledo & West- 
ern has built west 10 miles toward Sylvania and proposes 
to extend the Jine ow near the state line through Meta- 
mora, Lyons, Morenci and Fayette to Pioneer. A branch 
is projected northwest to Adrian, Mich. The Toledo & 
Maumee Valley enters the city of Toledo using eight 
miles of tracks of the Toledo Traction. Its line runs 
thence southwest 14 miles to Maumee. Thence the To- 
ledo, Bowling Green & Fremont extends south 25 miles 
through Bowling Green to Jerry City. 

Irom Toledo north 21 miles to Monroe, Mich., a road is 
practically completed called the Toledo & Monroe. It is 
projected on to Detroit and also to Dundee. Another 
electric road projected between Toledo and Detroit is the 
Michigan & Ohio Electric, incorporated in July last year. 
A few miles south of Toledo surveys are reported in 
progress for the Lakeside, Napoleon & Western, which is 
to run from Napoleon east about 60 miles via Bowling 
Green, Fremont, Port Clinton and Lakeside to Marble- 
head across the bay from Sandusky. 

From Findlay south of Toledo the Findlay Street Ry. 
is arranging to build north about 10 miles to North Balti- 
more, and a company called the Toledo & Findlay Trac- 
tion has just been incorporated by George B. Kerper, 
President of the Findlay Street, to build a connecting 
line between the two cities. Mr. Kerper is also inter- 
ested in the People’s Street Ry. of Dayton, owned by the 
American Railways Co. of Philadelphia, and is credited 
with the intention of ultimately building on south to that 
city and to Cincinnati. 


The contract for the torpedo boat Tingey has been 
declared forfeited by the Navy Department. The new 
battleship Maine, which is building at the yards of Wm. 
Cramp & Sons, Philadelphia, will be launched on Decora- 
tion Day, May 30 next. 
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Center Plate Friction.* 


BY WILLIS C. SQUIRE.} 
The tests described in this paper were made to deter- 


mine what flange pressure was exerted by car wheels, due 


to the friction of center plates, when entering a curve 
from a tangent, passing through curves and again going 
on to tangents. The experiments were made in the 
Jaboratory and included dry and lubricated center plates. 
As the. tests were made in a testing machine, it was 
necessary to use two pairs of plates in the machine for 
each test. In all, four sets of standard Atchison, Topeka 
& Santa Fe malleable iron center plates, for cars of 
80,000 Ibs, capacity were used. The general arrangement 
of the plates, the method of moving them under load and 
the apparatus used is shown in Fig. 1. 

Two sets of plates were placed between the movable 
head and platform of the testing machine, the upper set 
being inverted as shown. The two female plates were 
rigidly held in place and the male plates were free to turn 
with the lever A, which filled the space between the side 
lips of the plates. ‘The plates were turned under the 
loads imposed by means of a 6-in. cylinder, laid’ hori- 
zontally and rigidly secured at the blank end. The re- 
sistance or friction was measured by an indicator placed 
on the air pipe leading to the cylinder, and gave upon 
the cards the resultant pressure per square inch upon 
the piston. 

The effect of the velocity of the air through the air 
supply pipe was eliminated by increasing the cross sec- 
tion of the flow at the point where the indicator was 
attached, thus avoiding in a great measure any reduc- 
tion of pressure in the pipe leading to indicator piston, 
due to the velocity head. 

At the end of each trial the load on the plates was re- 
leased, the lever A, air piston and male center plates were 
returned to the normal or fixed point for the next trial. 
The load was again applied and the air was allowed to 
flow into the cylinder at a rate sufficient to drive the 
piston against a stop in exactly five seconds. All cards 
taken by the indicator that were made in less or greater 
time than five seconds were thrown out, as the addition 
or reduction of a second’s time made a material dif- 
ference in the friction load. The initial load was 20,000 


Ibs., and for each series of tests an additional load of 


5,000 Ibs. was added until a load of 50,000 Ibs. was 
reached. The rate of motion for turning the plates when 
reduced to miles per hour of a car entering a 7 deg. and 
30 min. curve, with trucks spaced 30 ft, center to center, 
was found to be equivalent to a train speed of 27 miles 
an hour. That is to say, the trucks, or rather center 
plates, would turn at the same rate as those used in the 
tests when a train entered a curve at the speed men- 
tioned. The 7 deg. and 380 min. curve was taken as 
representing the sharpest curve on the line of road out- 
side of the mountain districts. As two sets of plates were 
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Fig. 1.—Arrangement of Parts in Testing Machine and 
Method of Moving Plates. 


used, the friction loads were consequently double that of 
a single set of plates, and the pressures registered by the 
indicator were divided by two to give the resistance of a 
single set of plates. 

Table No. 1 gives the results obtained reduced to a 
single set of center plates and to a leverage of 31 in. as 
representing the distance between centers of plates and 
the horizontal axis of the axle. Five cards were taken 
for each load in each combination of tests, except for the 
load of 50,000 Ibs., for which 10 cards were taken. Table 
1 is the average of all these cards calculated on the basis 
named. 

The plates in sets 1 and 2, “rough, no lubricant,” were 
probably a little more rough and uneven than the ordinary 
malleable plates, and were selected for this reason. The 
friction runs from 75 per cent. to 100 per cent. higher 
than for sets 8 and 4, “rough, no lubricant,” which sets 
were considerably smoother. However, there is reason 
to believe that the difference shown in this instance 
would have been less had not these plates, sets 3 and 4, 
been previously tested with lubricant on the rubbing 
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faces, and had become much more smooth in consequence, 
The difference in columns B and C for sets 3 and 4 
varies from 25 per cent, to 45 per cent., and it is fair 
to presume that the differences would have been greater 
had the first trials of these plates been made with “no 
lubricant.” After these two sets of experiments sets 5 
and 4, the plates were interchanged; that is, the male 
plate of set 3 was replaced with male plate of set 4, and 
the tests made without oil. Column D shows the results, 
a marked increase of friction. 

After the first set of experiments with sets 1 and 2, the 
bearing faces of the plates were smoothed off and care- 
fully fitted together in a lathe. Following this prepara- 
tion these plates were placed in the testing machine, and 
tests made with “lubricant,” column E, and then fol- 


lowed by another set of experiments with “no lubricant.” 


TABLE I.—AVERAGE PULL PER SET REQUIRED TO MOVE 
CENTER PLATES. ; 

Forces calculated for a leverage of 31 in., corresponding 

to flange pressure against the rail. Speed of turning the 

equivalent of 27 miles an hour on a 7 deg. 30 min. curve. 


Tests made in the order shown. 
Average Force Hxerted.—Pounds. 
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20,000 1,185 489 625 699 724 713 
25,000 1,371 551 676 886 854 774 
30,000 1,604 579 751 1,087 962 876 
35,000 1,960 680 897 1,201 1,077 973 
40,000 2,210 802 1,060 1,344 1,208 1,130 
45,000 2,598 857 1,188 451 1,244 1,470 
50,000 3,044 897 1,310 1,625 1,389 1,463 


The results seem unusual, for not only do both -trials 
give higher friction loads than the first two tests of sets 
3 and 4, columns B and C, but also below the center 
plate load of 45,000 Ibs. the friction is greater with a 
lubricant than without it. This is accounted for by the 
fact that previous to turning and fitting sets 1 and 2 in 
the lathe an attempt was made to file and grind the plates 
to an even bearing with steel emery. It is possible that 
the emery was carried or worked into the small depres- 
sions of the castings and was later forced out under 
pressure and carried by the oil to the entire surface of the 
plates. 

In but few cases do the cards show excessive or in; 
creased friction loads in starting the plates. Those that 
do occur are probably due to irregularities in the surfaces 
of the bearing surfaces in contact. This is contrary to 
the generally accepted theory that friction at rest is 
greater than the friction of motion; or, in other words, 
that it takes more power to move a body at rest than it 
does after that body is in motion. The conclusions de- 
rived from these tests are, that it is unquestionably bene- 
ficial to oil center plates. The tests indicate that oiling 
the center plates when first put on a car will greatly aid 
in reducing the surfaces to a fair bearing by preventing 
excessive cutting or piling of the meta] even if no more 
oil be applied while the car is in service. The amount 
of tonnage increase due to oiling all center plates will 
not be hazarded at this time, as no definite data is at 
hand. That flange gear and rail wear will be materially 
reduced goes without saying. Fewer and less severe 
strains in trucks and car bodies will be another result, 








British Locomotives in 1900—Designs and Work.* 


BY CHARLES ROUS MARTEN, 

Designs.—It may at once be admitted that the closing 
year of the nineteenth century has been singularly un- 
prolific in novelties in locomotive design. I cannot call 
to memory any single year in the past decade that has 
produced so few even approximately new locomotive types 
as has the year 1900. An observer is chiefly impressed 
with the following facts: 

1. The revival on the Great Western of the domeless 
type, taking steam from a perforated pipe, as favored 
by the brothers Gooch and the brothers Stirling. 
2. The continued use on the Great Western—alone 
among British railways—of outside bearings and cranks 
for the coupled wheels of all new or rebuilt tender- 
engines; this being another instance of revival. 3. The 
compulsory resort to the otherwise obsolete outside po- 
sition for the cylinders of most new locomotive types by 
designers who have always been adverse to that plan, 
notably Mr. F. W. Webb, Mr. H. A. Ivatt and Mr. P. 
Drummond. 4. The continued exclusion of the com- 
pound method, save only in the single case of Mr. I’. 
W. Webb and the London & North Western. 

On the Great Western, Mr. W. Dean has definitely 
adopted, as his standard type for passenger service, a 
slight modification of the engine “Waterford.” The new 
lacomotives are in two classes, the “Atbara” set having 
6 ft. 8 in. coupled wheels, and the “Camel” set 5 ft. 8 in. 
Each has a large and high-pitched domeless boiler, ex- 
tended smoke-box resting on a saddle, Belpaire fire-box, 


*From the Bulletin of the International Railway Congress, 


THE RAILROAD GAZETTE 


inside cylinders, and outside bearings and cranks to the 
coupled wheels. The Great Western is now the only 
leading British railway that either uses outside bearings 
for the coupled wheels, or dispenses with the dome. The 
boilers have 1,538 sq. ft. of heating surface in the tubes 
and 125 sq. ft. in the fire-box, total 1,663 sq. ft. The 
firegrate area is 2114 sq. ft. and the steam pressure 180 
Ibs. A large number of these engines have already been 
built, and so far they have done excellent work. 

Mr. Dean has also fitted one of the standard 7 ft. 8 in. 
single-driver engines with an “Atbara’ boiler, and has 
built one or two experimental goods engines on similar 
principles; one, No. 2,601, being of what is known in 
America as the “ten-wheeler” type, having six-coupled 
wheels and a leading four-wheel bogie. 

On the London & South Western, Mr. D. Drummond 
has gone on multiplying his 6 ft. 6 in. wheel mside- 
cylinder engines of the “702” or “Caledonian” type with 
water-tube fire-boxes, but no more of his “720,” or four- 
cylinder non-compound type have yet appeared. For the 
London, Brighton & South Coast, Mr. J. F. Billington 
has designed and constructed several engines which are 
virtually enlargements of the “Bessemer” class. The 
new engines, “Sirdar” class, still have 6 ft. 9 in. coupled 
wheels, but have 19-in. cylinders and much larger boil- 
ers with 1,650 sq. ft. of total heating surface and 170 
Ibs. steam pressure. Also, for the first time since Mr. 
Craven’s days, some 30 years ago, the safety valves are 
not in the dome, but are placed separately over the fire- 
box in a neat casing. To the South Eastern & Chatham 
Railway, Mr. H. S. Wainwright has supplied some 
smart-looking and apparently . efficient goods and tank 
enginés, but his new expresses will not be out before 
March. He has reverted to the plan in vogue 2U years 
ago on both of the now-amalgamated lines, of covering 
the dome with burnished brass. ive new eXptess 1- 
comotives that were in course of construction by Messrs. 
Neilson, Reid & Co., of Glasgow, for the North of Scot- 
land Railway, were transferred by arrangement to the 
the Svuth Eastern & Chatham, and have been at work 
during most of the year. They have 6 ft. coupled driv- 
ing wheels, inside cylinders 18 x 26, and leading bogie, 
and are in fact the standard type used by the North of 
Scotland line. 

‘he locomotive designed and built by Mr. James Hol- 
den for the express service of the Great Hastern Rail- 
way, and exhibited by him in the Vincennes Annexe of 
the Paris Exhibition, where it obtained the Grand Prix, 
is a handsome and powerful engine emphatically British 
in style. It has inside cylinders 19 x 26 in., four coupled 
wheels 7 ft. in diameter, a large and high-pitched boiler 
with 1,630 sq. ft. of heating surface and’a leading bogie, 
the last-named appliance having only latterly been 
adopted on the Great Eastern Railway. The steam 
pressure is 180 lIbs., the highest yet employed on the 
Great Eastern line. This engine, which is named 
“Claud Hamilton,” is fitted with Mr. Holden’s apparatus 
for the use of liquid fuel which has several important 
improvements. ‘he burners are provided with an aux- 
iliary fuel supply, enabling much larger quantities of oil 
than heretofore to be burned without increasing the ex- 
penditure of steam. The air-inducing rings are also of 
wodified form, the efficiency in atomizing and distribut- 
ing the oil fuel being thereby considerably augmented. 
The air heating in the smoke-box is euwected by an im- 
proved system of vertical tubes receiving the air from 
below the smoke-box door. s 

The tender is fitted with a water scoop, which, like 
the reversing gear, is worked by means of the com- 
pressed air from the Westinghouse brake. The engine 
has double sight-feed lubricators and an exhaust in- 
jector, also a steam sanding apparatus. The total 
weight of the engine is 50 tons 8 ewt., of the engine and 
tender together, 85 tons 9 ewt. Ten of these are now 
at work, 

Some new coupled engines with 6 ft. 9 in. wheels, Bel- 
paire fire-boxes and larger boilers are in course of con- 
struction at Derby. Mr. W. Worsdell is building for the 
North Eastern some more of his ten-wheeled six-coupled 
express engines, but with 6 ft. 8 in. coupled wheels in- 
stead of 6 ft. Several of the 7 ft. 9 in. single-wheelers 
with 1914 x 26 cylinders, designed for the Great Central 
by Mr. H. Pollitt before his retirement, have been com- 
pleted by his successor, Mr. Robinson, and put to work. 
{See the Railroad Gazette, July 27, 1900.] On the Lan- 
cashire & Yorkshire some goods engines of enormous 
size, having the same vast boilers as Mr. J. A. F. As- 
pinall’s “1400” class of expresses, and with eight coupled 
wheels, have been brought out by his successor at Hor- 
wich, Mr. J. G. Robinson. For the “Caledonian,” Mr. 
J. I’. MacIntosh is about to build some immense eight- 
coupled goods locomotives with 21 x 26 cylinders, and 
boilers having over 2,000 sq. ft. of heating surface. 

Mr. P. Drummond’s new six-coupled express engines 
for the heavy grades of the Highland Railway came out 
last summer. They have six-coupled wheels 5 ft. 9 in. 
in diameter; cylinders, 1914 x 26; boiler heating surface, 
2,050 sq. ft., of which the fire-box gives 134 sq. ft.; 
grate area, 2614 sq. ft.; steam pressure, 180 Ibs. These 
engines have leading four-wheeled bogies. 

There have been no fresh developments during 1900 
in the direction of locomotive compounding, and the 
practice still remains peculiar to the London & North 
Western, but it is understood that the question is under 
-areful consideration and experiment at Derby, Gates- 
head and St. Rollox, by Mr. Johnson, Mr. Worsdell and 
Mr. MacIntosh, respectively. There appears some dis- 
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position to try on the North Eastern & Caledonian the 
system which Mr. de Glehn has introduced with such 
valuable results on all the main lines of France as well 
as also in Germany and Switzerland, but it is rumored 
that a three-cylinder method may find favor at Derby, 
and there is said to be a possibility that the wholly novel 
plan introduced on the East Indian Railway by Mr. J. 
Riekie may receive a trial in Britain. As yet, however, 
‘all information on this vexed question of compounding 
is utterly indefinite so far as the United Kingdom is 
concerned. 

Work.—On the Great Western, engines of the new 
“Atbara” type gave me several excellent performances. 
Tor instance, one took a train of 200 tons from London 
to Bristol, 11814 miles, without stop, in 2 hours 7 min- 
utes 16 seconds. or exactly 2 hours net. 

On another occasion I went from London to Exeter 
and back by the trains which run the whole 193.6 miles 
without any intermediate stop. On the down journey 
“Khartoum” ran the distance with 200 tons in 3 hours 
42 minutes 14 seconds, in spite of signal delays aggre- 
sating 13% minutes, including a dead stop of nearly 
+ minutes, 163 miles from London, that distance being 
done in 2 hours 57 minutes 29 seconds, from start to 
stop, or 2 hours 50 minutes net. On the return journey 
the load was 220 tons, and the run was made in 3 
hours 364% minutes, or 3 hours 34 minutes net. In yet 
another case “Atbara’” ran to a_ signal stop outside 
Birmingham, 128% miles, in 132 minutes, inclusive, in 
spite of a signal stop of 3 minutes and other signal de- 
lays which brought down the net time to 119 minutes for 
the 12814 miles. The passing times from London were un- 
precedented in my Great Western experiences; viz., 
Didcot, 53 miles, 52 minutes 9 seconds, or 50 minutes 
net; Leamington, 106 miles, 107 minutes 35 seconds, or 
99 minutes net. Also the distance of 444 miles from 
Warwick to Hatton was covered in 4 minutes 27 sec- 
onds, although the ascent is at 1 in 107. Thus it will be 
seen that these coupled engines are exceedingly effective 
all round, and I may add that even in mere speed they 
beat anything I have recorded with the Great Western 
single-wheelers, for I have timed one of the “Atbara”’ 
class at 86.5 miles an hour for several successive quar- 
ter miles. 

My most interesting experiences on the Great Bastern 
were with Mr. J. Holden’s new “Claud Hamilton” type, 
which I illustrate in this article. One of these made the 
long run of 151 miles without stop—London to North 
Walsham—in 2 hours 3314 minutes net, ascending the 
Brentwood bank of 1 in 84 at a minimum rate of 34.8 
miles an hour, with a load of 180 tons. Another at- 
tained a speed of 81.2 miles an hour on a falling gradi- 
ent—the maximum I have ever recorded on the Great 
Eastern. The load was 220 tons. 

On the London & North Western, “Resolution,” one 
of Mr. Ff. W. Webb’s four-cylinder compounds, took the 
Perth express of 215 tons from Crewe to London, 158 
miles, in exactly three hours net time. On another oe- 
casion one of Mr. Webb’s small and old 6 ff. 6 in. 
coupled type afforded a fresh illustration of the remark- 
able speed capacity of that class by attaining a speed, 
carefully timed, of 87.9 miles an hour. ; 

With Mr. W. Worsdell’s six-coupled express engines 
on the North Eastern, I had several noteworthy runs. 
Perhaps the best was from Edinburgh to Berwick, 5714 
miles, with a load of 270 tons behind the tender, in 6U 
minutes 23 seconds, ascending the 5 miles bank of 1 in 
96 to Brants House at a minimum rate of 30 miles an 
hour, and attaining 73.5 miles an hour downhill. On 
another occasion the run of SU0144 miles from Neweastle 

“to York was done in 88 minutes 10 seconds gross, or 85 
minutes net, with a similar load and a side gale blowing. 

A third trip was with a load of 315 tons from Darling- 
ton to York, 44144 miles, in 46 minutes. Evidently, there- 
fore, these six-coupled engines have plenty of speed, 
while they certainly pull immense loads with remarkable 
ease, and seem to have abundance of steam. With the 
new four-coupled “2011” class I again had some excel- 
lent runs, but not better than that which I described 
last year. One of the North Eastern features of the 
year, however, was the new Leeds-Scarborough express 
put on to run from the manufacturing center to the seat 
side town, 67% miles in 75 minutes, in spite of the sev- 
eral awkward banks, station and junction slacks and 
curves. The 7 ft. 6 in. single-wheelers originally built 
as two-cylinder compounds by Mr. T. W. Worsdell and 
converted into non-compounds by his brother, have been 
employed on this service which they have performed 
with admirable punctuality. In one case the run was 
made from start to stop in 71 minutes 40 seconds, the 
42 miles from York being covered in 43 minutes. The 
load, however, was light, under 120 tons. 

Mr. J. F. MaclIntosh’s new “900” class on the Cale- 
donian, 1,600 sq. ft. of heating surface and 180 Ibs. 
steam pressure. One run which I had with No. 899 of 
this class was very remarkable. The load was 305 tons, 
and there was a strong side wind. Yet this engine ran 
from Strawfrank Junction to Carlisle, 73% miles, start 
to stop, in 79 minutes 4 seconds, maintaining a mini- 
mum speed of 36.8 miles an hour up the ascent at 1 in 
100 approaching Beattock Summit from the north, and 
attaining 81.1 miles an hour down the descent at 1 in 
200 near Gretna. The 50 mile-length from Beattock 
Summit to Carlisle was covered in 45144 minutes, a “rec- 
ord” in my personal Caledonian experience. 

In all cases the loads quoted are exclusive of engine 
and tender, and are given in English tons. 
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EDITORIAL ANNOUNCEMENTS. 





CONTRIBUTIONS—Subscribers and others will ma- 
terially assist us in making our news accurate and com- 
plete if they will send us early information of events 
which take place under their observation, such as 
changes in railroad officers, organizations and changes 
of companies in their. management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussion of subjects pertaining to 
ALL DEPARTMENTS of railroad business by men prac- 
tically acquainted with them are especially desired. 
Officers will oblige us by forwarding early copies of 
notices of meetings, elections, appointments, and espe- 
cially annual reports, some notice of all of which will 
be published. 


ADVERTISEMENT S—We wish it disiinctly understood 
that we will entertain no proposition to publish any- 
thing in this journal for pay, EXCEPT IN THE ADVERTIS- 
ING COLUMNS. We give in our editorial columns OUR 
OWN opinions, and these only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, finan- 
cial schemes, etc., to our readers, can do so fully in our 
advertising columns, but it is useless to ask us to 
recommend them editorially either for money or in con- 
sideration of advertising patronage. 





Will a bridge ever be built across the Hudson River 
to connect the city of New York with the New Jersey 
shore? Evidently not, if the spirit which now con- 
trols the governing officers of New York city en- 
dures and prevails. At Albany a bill has recently 
passed both branches of the Legislature, with good 
majorities, which is designed to give the New York 
& New Jersey Bridge Company powers to build an 
approach to their bridge from 59th street to the 
Battery along West street. This approach is a vital 
part of :‘the project; without it the bridge will per- 
haps never be financed, certainly with difficulty. 
Whether or not it should be financed is a question 
for the capitalists to decide. So far as the city of 
New York is concerned, such a bridge .would be a 
great gain in facilities for handling traffic, and if 
capitalists after mature study are willing to risk 
their money in the enterprise, it does not seem good 
public policy to discourage them. But certain of- 


‘ficers and citizens of New York seem determined to 


stop the bridge enterprise if they can. 


Net earnings for February, according to figures 
compiled by The Chronicle, on about 137 railroads 
show an increase of $3,373,000, or 13.94 per cent. 
over the corresponding period of 1900. The gross 
earnings on the same roads increased $8,920,000, or 
10.62 per cent. The principal gains in net earnings 
were $399,000 by the Southern Pacific; $323,000 by 
the Missouri Pacific; $314,000 by the Reading; 
$301,000 by the Lehigh Valley (including the Lehigh 
Valley Coal); $176,000 by the Chicago, Milwaukee 
& St. Paul; $156,000 by the Illinois Central, and 
$154,000 by the Atchison, Topeka & Santa Fe. The 
heaviest decreases were shown by the Mexican Na- 
tional, $58,000; the Georgia Central, $49,000, and 
the Grand Trunk Western, $40,000. The improve- 
ments in net earnings this year follow unusually 
heavy net earnings a year ago, amounting to over 
$6,000,000 or 37 per cent. The heaviest percentage 
oc increase in net earnings this year is shown by 
the seven anthracite coal roads, being $681,000 or 
66.1 per cent. The 20 Southwestern roads showed 
increases of $956,000 or 29.26 per cent., and the 
nine South Pacific roads increased their net earn- 
ings $363,000 or 23.04 per cent. 


“First Aid to the Injured.” 





At a recent meeting of the New England Railroad 
Club, the members were entertained throughout a 
long evening by talks on “first aid to the injured,” 
by Doctors Farrar Cobb and R. C. Cabot, and one of 
the members of the club had his enthusiasm on the 
subject aroused to such a high pitch that he at once 
demanded that the Railroad Gazette take a hand in 
this kind of preaching; that we exhort the railroads 
to give more and better attention to the question 
of promptly relieving employees or passengers who 
may be injured at places where it is impossible to 
get a surgeon quickly. It appeared that only one of 
the railroads terminating in Boston had done any- 
thing in this direction. ? 
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Knowing of no better way to recommend this 
work to railroad officers who have not taken it up 
than by showing them the results of the work 
where it has been undertaken, we sent inquiries to 
each of all the roads in the country which operate 
more than 100 miles of line, and we give in this issue 
a table showing briefly the information given in those 
answers received which show anything done.~ The 
gist of this summary is that 22 roads have intro- 
duced, extensively, the practice of providing boxes 
fo surgical appliances for use in emergencies; and 
against this we have, as an offset, one road in Colo- 
rado which had such boxes for a time, several years 
ago, and gave them up, and one Eastern road which 
has carefully considered the subject and has decided 
that it was not expedient to take any action. Not 
all of the roads questioned made replies; but it is 
probably fair to assume that nearly or quite all 
those which have the boxes did reply. 

The most definite facts, favorable to the use of 
the boxes, which are to be found in the ‘table, are 
those in the column of dates; some of the roads 
which have the most boxes have had them for many 
years. Experience is in favor of their retention. 
The most unfavorable thing in the table is the evi- 
dence it gives of lack of interest in the matter of 
instruction by lectures. Every one who has had 
anything to do with systematic teaching of “first 
aid to the injured” testifies to the decided value of 
such teachings; to the very much greater probability 
that pain and hemorrhage will be promptly and 
well dealt with, and that lives will not be need- 
lessly sacrificed where trainmen, section masters 
and gang bosses have had a little thorough, yet sim- 
ple, training in the right way to use the bandages, 
medicines and other things that are carried in the 
boxes. 

A number of the roads have sent us copies of the 
circulars or pamphlets which they provide to go 
with the boxes. From these it appears that the 


things which it is desirable to have for the purpose . 


in question are: 

Scissors, forceps, pins, safety pins, needles, surgeons’ 
silk, bandages, adhesive plaster, lint, catgut, sponge, 
vaseline, bicarbonate of soda, oiled paper, medicated 
gauze, absorbent cotton, styptic cotton, strong muslin, 
rubber bands, splints, tourniquet, hand brush, antifebrin 
powder, bichloride of mercury tablets, chloroform, laud- 
num, aromatic spirits ammonia, Red Cross soap, cam- 
pho-phenique powder, styptic collodion, carbolic acid, 
tablets-stimulant (to be used instead of whiskey), tray 
for bichloride solution, measure glass, lantern and 
matches, water can and drinking cup. 

Not all of these articles are to be found in the 
boxes of any one company,. but those which are most 
obviously useful appear in substantially every one 
of the lists. Some of these circulars contain scarce- 
ly any instructions; others describe the few easiest 
processes, while others go considerably into detail. 
Some are printed in too small type, apparently in 
disregard of the fact that attention to injured per- 
sons often must be given at night, with a very 
poor light. Some of the instructions could be great- 
ly improved by being rewritten in clearer and sim- 
pler language. 

Where instruction is given by surgeons, in the 
shape of lectures addressed to men gathered in 
classes, the whole problem hinges, of course, on the 
teaching skill of the surgeon. As to lectures we 
have very little information. A few Y. M. C. A. sec- 
retaries here and there appear to have done more 
in this line than any of the railroads. 

To the companies using a large number of the 
boxes we sent a few supplementary questions, ask- 
ing for information somewhat more in detail. We 
asked the opinion of the Manager or Superinten- 
dent as to the degree of satisfaction found in the 
use of boxes, as to whether the expense was at all 
burdensome, as to the care taken of the boxes, and 
the use made of them. One division superintendent 
seems to be doubtful on the first question, but ali 
of the others replying are decidedly in favor of 
continuing the use of the boxes; and most of them 
appear to be enthusiastically so. No one seems to 
regard the expense as an important question, as 
compared with the benefit received; and practically 
all unite in saying that there is no difficulty in hav- 
ing the boxes well cared for. There have been some 
thefts and carelessness, but the sum of the annoy- 
ances of this kind appears to be small. 

As to the inspection of the boxes, one road exam- 
ines them monthly, and has a general replenish- 
ing every six months. Others.find inspection at in- 
tervals of three months and six months sufficient. 
Some of the materials in the box are liable to de- 
teriorate if left untouched for a year. On one road 
it is found that the cost of new materials equals 15 
cents per box per year. 

Most of the roads have nothing to say about how 


much use is made of the boxes, but in one case it is 
estimated that each box is used twice a week; this, 
however, means mostly cases of injuries so slight 
that no surgeon would be called and no record 
would be made of the case. On two other roads it 
is stated, without mentioning the number of times 
used, that the boxes are opened frequently for minor 
injuries. 

The most comprehensive answer that we have re- 
ceived is that from Mr. R. H. Wilbur, General Super- 
intendent of the Lehigh Valley, and his letter is as 
follows: 

1. My opinion of the utility of accident cases is much 
stronger than when we first made use of them. 

2. The cost is appreciable, but our cases cost compara- 
tively little, and the expense is repaid many times over 
by the good they accomplish, and by the moral effect on 
employees and the traveling public of the knowledge 
that this valuable means of rendering aid in case of ac- 
cidents is available. 

3. It is necessary to caution the custodians of the 
boxes now and then, and proper supervision must be ex- 
ercised; but in the main fairly good care is taken of 
the boxes and their contents. 

4. The boxes should be examined every week by the 

custodian, but if they are not used there is, of course, 
no reason for replenishing them. 
5. The average number of boxes requiring replenish- 
ment is about ten a week out of a total of 270 in serv- 
ice, which would indicate that the average use made of 
each box is about twice a year. The statistics of St. 
Luke’s Hospital at South Bethlehem, where a large 
proportion of our injured: employees are taken, show 
that the mortality after serious injury on our system 
has been reduced more than 50 per cent.; and that in 
the last six years only two cases were brought to the 
hospital in a hopeless condition, and where, in the judg- 
ment of the surgeons, the lives of the two men in ques- 
tion might have been saved had proper care been given 
them immediately after the’ accident. Before we intro- 
duced surgical boxes about six men a year were brought 
to St. Luke’s Hospital in a moribund condition whose 
lives might probably have been saved by the prompt and 
intelligent use of remedial measures. . 


The Future Simple Locomotive. 





At the March meeting of the Northwest Railway Club 
Mr. Spencer Otis presented a paper under the above title. 
It is a broad title, and it is not to be expected that all 
that is implied by such a subject could be handled even 
in the most actively conducted single meeting of any 
railroad club. Mr. Otis announced his purpose to stimu- 
late, if possible, a line of thought calculated to develop 
the simple locomotive to its greatest efficiency before it 
should eventually pass down and out to give place to 
the compound locomotive and, perhaps, finally to the 
electric or some other form of locomotive. His idea in 
brief was based upon the often considered proposition of 
using the heat of front end gases in a locomotive to 
superheat the steam in the cylinders. 

Sketches were submitted to illustrate his idea of how 
this might be done. From these sketches, as published 
in the proceedings, it is understood that the saddle is to 
be cut out to permit the passage of the gases downward 
and around the cylinders after leaving the tubes, and 
that the stack shall project downward through the 
smoke arch to the saddle, where a close joint will be 
made upon a base plate, and the gases received circuit- 
ously into the stack without direct communication be- 
tween the flues and the stack. The drawings show a 
cast-iron jacket, of very light section, enclosing the sad- 
dle and cylinder, at the extreme outward curvature beinz 
concentric with the cylinder and having a passage for 
gases which would be about 3 in. wide and the length 
of the cylinder, if the inside diameter of the cylinder 
be taken as 18 in. 

In the discussion, as well as in the presentation of the 
paper, the points that would naturally first suggest them- 
selves were considered, namely, the chance of survival 
of lubricated parts in the high temperatures which woul 
result in cylinder and steam chest; the chances for and 
against clearing the front end of sparks; and the prob- 
able detriment to the valves and cylinders from 


the suction of gases and dust into the cylin- 
ders when the throttle is shut. Since smoke- 
box temperatures under the best known  condi- 


tions for a simple engine range as high as 750 de- 
grees F., the question of undue heat in the cylinders and 
valve chambers is alone probably enough to render the 
application of this device impossible. Aside from that, 
if it were possible to so conduct the gases as to super- 
heat steam in this manner it is a question whether it 
would pay to bother with it. A locomotive thus 
equipped, if rated at its highest efficiency when steam 
is superheated, could not be depended upon at all times 
to pull that rating even under the most favorable track 
conditions. The cleaning of the fire, leaking of the back 
flue sheet, or any one of half a dozen other contingencies 
which are likely to arise at any time would materially 
change the temperatures passing through the front end 
and therefore radically change the steam efficiency. To 
insert a regulator in the form of some sort of obstruc- 
tion to the draft, and thus graduate the amount of heat 
delivered in and around the cylinders is impossible as 
long as a self-cleaning front end must be had. If, on the 
other hand, a locomotive equipped with superheating ap- 
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paratus were rated at its lowest efficiency, which, as a 
matter of fact, would be the only safe rating, it is not 
clear where the benefit of the additional equipment 
would be derived, except in fine graduations of the throt- 
tle and reverse lever, with which we should hardly ex- 
pect to find the average engineer concerning himself in 
the course of routine work. 

This idea of using the waste heat of front end gases 
to superlieat steam for locomotives is one of the most 
fascinating of the many attempts to improve the ef- 
ficiency of the locomotive, and what we have here said 
is simply an expression of the difficulties as we see them, 
and also of appreciation of the right spirit shown by 
Mr. Otis in keeping hope of success before the railroad 
men. Something may yet come of it, and there are now 
in use in foreign locomotives some devices which have 
for their central thought this idea, but there are no 
available records of increased efficiency, so far as we 
know. In considering one such device some time ago 
we said: 

“While much thought is being given to removal of 
draft obstructions from front ends of locomotives there 
are yet those who are ready to disregard this considera- 
tion by installing complicated economizers. A foreign 
patent recently granted is based in part upon this de- 
scription of a superheater: A number of pipes arranged 
in a chamber formed of the walls of the smoke-box and 
inner walls of the chamber. The hot gases from the fire- 
box enter the superheating chamber. from a large 
through tube, and divide into two parts at the bottom 
of the arch. The gases then pass over superheating 
pipes of small coil to collecting boxes in the upper part 
of the smoke arch. These boxes are divided so that steam 
from throttle to cylinders passes twice through the super- 
heating pipes before entering the cylinders. Flap valves 
are also used to control the exit of the fire-box gases 
from the superheater. This arrangement is for a simple 
engine. For compound engines the device is much more 
complex. In the light of the present tendency to sim- 
plify draft arrangements, we fear that the inventor’s 
road to success will be more tortuous and difficult than 
the paths of the gases.” 

After considering the paper presented at the North- 
west Railway Club and measuring it by our observa- 
tion of the action of cylinder parts and front ends of 
locomotives, it seems unnecessary to modify the above 
paragraph further than to say that the path to success 
along the lines tentatively laid down by Mr. Otis might 
perhaps be less tortuous, but would probably be equally 
difficult. To obtain the greatest steam efficiency in the 
cylinders, as regards cylinder condensation, the most 
available method is to thoroughly lag cylinders, steam 
chests and saddle with the best steam pipe covering that 
is purchasable, and, having used enough of it of the 
proper thickness, to see that it is carefully kept in good 
order; particularly after repairs have been made to parts 
forward, and lagging has been removed during the oper- 
ation. 








The last advertising folder issued by the passenger 
department of the Delaware, Lackawanna & Western 
has two pages devoted to a description of the automatic 
block signals now in use on that road; and it is stated 
that “soon” this “line of safety devices” will reach 
from Hoboken to Buffalo. This is a very sensible kind 
of advertising. ‘The illustrations of semaphores and 
disks are not colored as they are in the employees’ 
book, and the passenger-department language used to 
explain their mysteries does not in every instance fit 
the case; but the description is, on the whole, a good 
one for its purpose. The writer does not tell about 
“electric automatic switches” or use other high-sounding 
words describing things which do not exist. But the 
Lackawanna’s word artist has combined sentiment and 
business with an enthusiasm not often seen. He says 
that a study of the night and the day signals “engen- 
ders a love for them.” Mark Twain might say (but he 
probably wouldn’t) ‘that this love is probably somewhat 


like that of the man who called his wife “dear” 
because of the milliners’ and jewelers’ bills he 
had paid on her account (though we have no 


thought of suggesting that semaphore lights are no 
more valuable than rubies and emeralds); but it is all 
right to give to the passengers a little poetry of this 
kind. They have admired mahogany and tapestry long 
enough, and will do well to think about something more 
immediately practical. This advertisement recalls the 
fact, which we had meant to mention before now, that 
the new electro-pneumatic interlocking was lately put 
in service at the Hoboken passenger terminal without 
the slightest delay to the traffic, which includes a heavy 
suburban service; and the new switches and signals 
were all connected at the same hour. The enginemen 
of the Lackawanna had never before had experience 
with semaphores in such a large yard, but Superintend- 
ec: WKetcham and Signal Engineer Rudd gave them 
sume thorough preliminary lessons, so that the blunders 
with the new arrangements were few. 














The latest annual catalogue of Purdue University, 
which is just issued, calls attention again to the recent 
growth of the practice of having special lectures before 
the students by occasional volunteer lecturers from out- 
side. In this practice Purdue has been one of the lead- 
ers, and perhaps has gone further than any of the other 
colleges. We find in this catalogue the names of 34 gen- 
tlemen who lectured there the last year. As these lec- 
tures are, as we suppose, always given without pay, and 
as they involve the time and energy of busy men, the 
young men of the University ought to feel, and probably 


- 
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do feel, that they are deeply indebted to the gentlemen 
who travel sometimes as much as 2,000 miles (going and 
coming) to talk to them. We should suppose that the 
influence of lectures of this sort upon the students wowd 
be of great value, especially in stimulating an interest in 
‘the work for which they are preparing. They help to put 
that work before the minds of the young men as some- 


.thing concrete and actual and help to bridge over the 


gulf which sometimes seems to separate the monotonous 
years of college life from the more stirring years of actual 
work. Among other interesting matter reported*in the cat- 
alogue is the offer of an elective course in car and locomo- 
tive design in conjunction with work on steam engine and 
general machine design, which latter has hitherto been 
required of all students. This is interesting as showing 
the continued effort to train men for railroad work. 
Another change in the courses of study is a new line of 


electrical work designed to give mechanical engineering | 


students some specific training in electricity. he cata- 
logue refers also to the new locomotive museum concern- 
ing which we have heretofore spoken and which is now 
under way at Purdue, 


NEW PUBLICATIONS. 


Steam Boiler Economy. A Treatise on the Theory and 
Practice of Fuel Economy in the Operation of Steam 
Boilers. By William fent, A.M. M.E. 8 vo. 
xiv + 458 pages; 126 illustrations. New York: John 
Wiley & Sons. London: Chapman & Hall, Limited. 
1901. Cloth, $4.00. 


In his preface the author says that “there appears to be 
a demand for a new book which shall treat solely of steam 
boiler economy and of subjects related thereto.” The re- 
sult is that he has dealt little with details of boiler con- 
struction, but at great length with those matters which 
affect fuel economy. For something like 26 years Mr. Kent 
has diligently applied his unusual mental powers and his 
great capacity for work to the practical and theoretical 
study of steam boilers. For three years he was in the 
employ of the Babcock & Wilcox Company, where it was 
part of his work to make evaporative tests of boilers, and 
in his later oflice practice he has had occasion to make 
nearly 100 boiler tests with different boilers, fuels and 
furnaces. ‘Those who are at all familiar with his writ- 
ing on these subjects and with his verbal discussions of 
them before the American Society of Mechanical En- 
gineers and other bodies will understand at once the prob- 
able value of his book. ‘The quickest way of giving a view 
of its plan and scope is by reprinting the chapter headings, 

Principles and Definitions; Fuel and Combustion; Coal; 
Coal Fields of the United States; Tests of the Heating Value 
of American and Foreign Coals; Fuels Other Than Coal; Fur- 
naces (Methods of Firing—Smoke Prevention—Mechanical 
Stokers—Forced Draft); Some Elementary Principles of 
Boiler Economy and Capacity; Efficiency of the Heating Sur- 
face; Types of Steam Boilers; The Horse-Power of a Steam 
Boiler (Proportions of Heating and Grate Surface—Per- 
formance of Boilers); Points of a Good Boiler; Boiler 
Troubles and Boiler Users’ Complaints; Evaporation Tests 
of Steam Boilers; Results of Steam Boiler Trials; Proper- 
ties of Water and Steam (Factors of Evaporation—Chim- 
neys); Miscellaneous, 

Mr. Kent’s treatment of his subject is very-thorough. 
He not only has his own accumulations of observation and 
reflection, but he has command of the literature of the 
subject. Consequently, his analyses are complete. An 
unusual chapter. is one of about 380 pages on the coal 
fields of the United States, which gives the properties of 
the coals found in various regions. The author tells us 
in his preface that he believes that the space given to this 
subject is justified by the close relation which exists be- 
tween the economy of the boiler and the quality of the 
coal-used in it. His chapter on the efliciency of heating 
surface, which is a close theoretical analysis, checked up 
by practical tests, brings out this point with considerable 
force. “The efficiency of a boiler is an exceedingly vari- 
able quantity depending on no less than six variable fac- 
tors,” namely, the heating value of fuel, the temperature 
of the water in the boiler and of the air supply, the pounds 
of gas per pound of combustible, the radiation of heating 
surface, the rate of driving and the resistance of the 
plates and tubes of the boiler to the transmission of heat 
which must be ascertained by experiment. Only one of 
these factors is related to the construction of the boiler, 
namely, the last one. All of the other factors are func- 
tions of the conditions under which the boiler is operated. 
Mr. Kent does not believe that the efficiency of the heat- 
ing surface is greater the more rapid the circulation; 
in all modern forms of boilers there is sufficient rapidity 
to keep the water surrounding the heating surface at 
nearly the temperature of the steam. Nor does he con- 
sider that the efliciency depends on the type of boiler. 
Boilers of a great variety of types have all given prac- 
tically identical economic results. 

As to steam boiler practice in the future the author 
says that to-day practice is rather chaotic. There is a 
confusing multiplicity of types and of varieties of each 
type and there is still further multiplicity in the condi- 
tions under which these boilers: must work. There. is 
no probability that any increased economy of fuel may be 
obtained by a change from any one type to another if the 
conditions of driving remain the same. The standard type 
of the future will be selected for other reasons than 
economy of fuel. Chief among these are safety, first cost, 
durability, facility for cleaning, cost of repairs, space occu- 
pied, possibility of driving at low and high rates, adapt- 
ability to different kinds of coal so that coal may be 
changed as the market prices vary. There is not likely to 
be any important change in the existing types of boiler 


used in stationary practice. ‘The greatest improvement 
in furnaces will be in burning soft coal without smoke. 
In ordinary Western practice an efficiency of 50 per 
cent. or less is not uncommon with coal burned in ordi- 
nary furnaces. This may be raised to 70 or 75 per cent. 
with automatic stokers, furnaces surrounded by fire 
brick and provisions for the intimate admixture of very 
hot air with the distilled gases. To raise the efficiency 
from 50 per cent. to 70 per cent. would mean saving 
millions of dollars a year, and it would at the same time 
abolish the smoke nuisance. 


Internal Commerce for the Year 1900. 
Treasury Department, Washington. 
Chief of Bureau of Statistics. 

The monthly ‘Sumary of Commerce and Finance (issued 

by the Treasury Department) for January, 1901, contains 

130 pages of matter coming under the above title, which 

does not usually appear; which is, in fact, an annual sum- 

mary that is now given for the first time. These 130 pages 
have been published in a separate pamphlet which de- 
serves preservation as a work of reference. 

These statistics, which have been mostly gathered under 
the supervision of Dr. John Franklin Crowell, embrace a 
great variety of matter concerning the movement of grain, 
cotton, wool, live stock, coai, iron ore, pig iron, lumber, 
phosphate, leaf tobacco and milk; also tables of new 
railroad construction and railroad receiverships and of 
merchant ships built in the United States during 1900. 
The last 20 pages are given to the commerce of the Great 
Lakes. There is an introduction, on the geographical 
basis of internal commerce, which shows that the statis- 
tics have been compiled with an intelligent appreciation 
of the value of the different branches treated and the limi- 
tations of a statistical inquiry of this kind. There is also 
a map of the United States, showing graphically the por- 
tions of the country where the principal products are 
found. A large part of the matter in this pamphlet has 
been taken from the records of boards of trade and from 
technical and trade publications. The statistics of the 
Southwestern grain traflic are given by months for two 
years. There is an instructive chapter on the wheat trade 
developments in the far Northwest, and another on the 
development of commerce in live stock. The statisties of 
live stock receipts at Kansas City show the business by 
months, by the states where the animals come from and 
by railroads. The Southern pig iron movement is treated 
with care. 


Published by the 
O. P. Austin, 


The Biographical Directory of the Railway Officials of 

— Edition of 1901. Chicago: The Railway 
The first edition of this biographical directory was pub- 
lished in 1885 and the last edition before this one in 1896. 
Naturally, the changes in five years have been such that 
the edition of 1896 had become untrustworthy, although 
as the only publication of its kind it was indispensable 
to those who have frequent occasion to look up the records 
of railroad officers. The edition now printed is presum- 
ably corrected up to some quite recent date, although we 
are not told how late that date is. Obviously, it is im- 
practicable to publish such a volume at very short in- 
tervals, and therefore those who use it must check it by 
comparison with the other lists which are now published 
monthly or quarterly. This biographical directory con- 
tains 4,990 names, being a large octavo of 613 pages. 
Through years of use of the earlier editions we have 
found the work to be reliable within a small percentage of 
error, and we hope that the new edition has been edited 
with equal care. Of this, however, nobody can judge 
until after a good deal of careful use. 








TRADE CATALOGUES. 





Rolling Steel Shutters and Fire-Proof Doors.—Mr. 
James Godfrey Wilson has published for the use of en- 
gineers and architects an unusually good descriptive cat- 
alogue of this branch of his manufactures. The line draw- 
ings show in full detail the various methods of setting the 
shaft and spring barrel and the room occupied by all the 
attachments, and this valuable information justifies the 
legend on the cover: “Please hang this up in the draught- 
ing room.” Many detail drawings and photographs show 
clearly and well the forms of vertical-rolling and hori- 
zontal-sliding shutters and doors and partitions from the 
single nearly air-tight and flame-proof corrugated steel 
to the double asbestos-lined and air-spaced shutters which 
are fire-proof. It is interesting and should be valuable, 
for the photographs and the lists show great use by many 
railroads for enginehouses, freight stations, warehouses, 
pier sheds and the like. Sixty-four large quarto pages 
are used in giving this information, and copies may be had 
from Mr. Wilson, at 5 West 29th street, New York, 


The Cause of Foaming in Locomotive Boilers, and Other 
Papers. By C. Herschel Koyl. New York: Industrial 
Water Co., 15 Wall street. 

The Industrial Water Company has reprinted from the 
Railroad Gazette of last August and October a number 
of papers written by Mr. Koyl on the Cause of Foaming in 
Locomotive Boilers, Pure Water by Evaporation and the 
Purification of Feedwater. It will be remembered that 
Mr. Koyl's studies on the purification of feedwater, which 
appeared as a series of articles in the Railroad Gazette 
some time ago, have been reprinted by the same company 
and they have been widely circulated. Many thousands 
of copies have been distributed gratuitously and the pub- 
lishers constantly receive requests for the pamphlet. The 
one now noticed is a useful supplement to those earlier 
papers. 










































































> 


Ss Oe eee eee eee eee eee 














286 





Performance of Class G-1 Compound Consolidation 
Locomotive—New York Central Railroad. 


In the Railroad Gazette of March 1 appeared an il- 
lustrated description of the two-cylinder compound con- 
solidation locomotives of the New York Central. Rail- 
road, Class G-1, built by the Schenectady Locomotive 
Works. In that description the number of the engine 
illustrated was given as No. 2,342, the first of its class. 
By some misunderstanding this first engine, which has 
cylinders 23 in. and 85 in, x 82 in., was numbered 2,342 
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Profile of the ‘Mohawk 


and the number has since been cor- 
rected. Mngine No. 2,342 will be one of the rest of the 
order of 5D locomotives, which will have 34-in. stroke, 
and the diameter of the boilers will be 2 in. larger than 
that of Engine No. 2,332, which is 70 in. outside of the 
first ring. It is intended to exhibit Engine No. 2,842 
at the Pan-American Exhibition. : 
Herewith is a profile of the Middle Division (repro- 
duced from the Railroad Gazette of March 8), main 
line of the New York Central, frem Syracuse to Al- 
bany, showing the part of the road with which this rec- 
ord of the performance of Engine No. 2,382 has to do. 
The engine left Dewitt April 7, on an inclement day, with 
rain and bad rail, at 2:50 p. m., with 94 loaded cars 
and a load tonnage of 2,786 tons. The run of 140 miles 
from Dewitt to Albany was made in 11 hours and 20 
minutes, Little Falls being passed at 8:03 p.m. It may 
be noted from the profile that to Little Falls is almost 
lialf the run over the division, and that between Dewitt 
and Little Falls there are two grades on which it has 
been customary to use a pusher on east-bound trains 
with the ordinary freight engine. No pusher was used 
on either the Canastota (see Canaserage on the profile) 
or the Oneida grade, but on the heavy Schenectady hill a 
pusher was used, as probably always will be the case. 
This engine has hauled 3,725 tons on this division. Con- 
cerning the names of the divisions into which the mo- 
tive power and the engineering departments of the New 
York Central have divided the road; there are three 
grand divisions, the Western, the Middle and the Hud- 
son or Eastern. The Middle Division includes the 
Mohawk Division on the main line, the Mohawk Di- 
vision on the West Shore, the Mohawk & Malone and 
the St. Lawrence & Adirondack divisions. The work 
here referred to was done on the Mohawk Division, 
which is the main line operating department division be- 


tween Dewitt and Albany. 


instead of 2,552, 


Railroads Between Los Angeles and Salt Lake City. 





Two railroad corporations with ample capital are 
building rival lines to connect Salt Lake City and Los 
Angeles. At the northeastern end the Oregon Short 
Line is rapidly building from the ..evada boundary line 
southwest. At the California end the new San Pedro, 
Los Angeles & Salt Lake is building from Los Angeles. 
Over a portion of Nevada both companies claim the 
same right of way, and so bitter is the fight that, if 
newspaper accounts can be relied upon, their claims are 
being defended by armed men. 

The San Pedro, Los Angeles & Salt Lake is a corpora- 
tion of recent birth. Its President and chief owner is 
W. A. Clarke, of Montana. Other men associated with 
the project are Richard C, IKerens, of St. Louis, a di- 
Louis & San Francisco, and promi- 
number of coal companies; 
Virginia, and George B. 


rector in the St. 
nently identified with a 
Stephen B. Elkins, of West 
Leighton and others of the Los Angeles Terminal. In 
February last the new company absorbed the Los An- 
geles Terminal, which has 60 miles of road in and about 
Los Angeles and connects that city with the Pacific coast. 
This assures to the new road ample terminal facilities 
in Los Angeles. 

Grading is in progress on a line 71 miles long for the 
company, to run from Los Angeles east via Puenta, 
Pomona, Ontario and Riverside to San Bernardino, paral- 
leling both the Southern Pacific and the Atchison. The 
maximum curves are 4 degrees against 10 degrees maxi- 
mum on the other lines, and. the maximum grade is 1 
per cent., as compared with about 2 per cent. maximum 
on the Southern Pacific and the Atchison between the 
The rails and rolling stock for this section 
This portion of 


two cities. 
are bought and are being delivered. 
California, according to Mr. George B. Leighton, Presi- 
dent of .the Los Angeles Terminal, produces 17,000 car 
londs of fruit annually, and of this territory the new 
line will tap 9,500 car loads. Contracts for grading are 
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let for the first 20 miles east from Los Angeles, and the 
remaining 51 miles will be let in a month. 

From Bernardino northeast toward Salt Lake 
City the immediate route is yet in doubt. The old sur- 
vey starts from the Southern Pacific at Benning, about 
30 miles east of San Bernardino, and takes a northeast- 
erly direction through the Morongo and Ash Mountain 
Passes and crossing the Atchison main line near Lud- 
low and about 50 miles east of Barstow. Thence it 
runs northeast to Las Vegas, Nev. Another survey is 
in progress from Redlands, a few miles northeast of 
San Bernardino, to run up into the mountains. Yet an- 
other proposition is to use the tracks of the Atchison 
from San Bernardino north 81 miles to Barstow on the 
main line, and then run a line probably up the Mojave 
River to a connection with the old survey near Soda 
Lake. 

Irom Las Vegas, Nev., the survey runs northeast over 
Muddy Summit, then along Muddy River, through 
Meadow Valley Wash, and along Clover Creek, reach- 
ing the Rim of the Great Salt Lake Basin a few miles 
southwest of Uvada, which is on the Utah boundary 
line. From the summit of the Rim the line follows down 
Dry Wash into the valley and so on to Uvada. 

It is just at this descent from the Rim that the fight 
is on between the rival companies. In 1899 the Utah 
& Pacific finished its line from Milford, Utah, on the 
Oregon Short Line, southwest 75 miles to Uvada, on 
the Nevada border. There a halt was made, though 
the intention of the company was to build on southwest 
toward Los Angeles at some future time. In the Rail- 
road Gazette of April 12 was noted the fact that this 
line of the Utah & Pacific has been taken over by the 
Oregon Short Line. This gives the Short Line a direct 
route from Salt Lake City southwest 296 miles through 
Milford to Uvada. About the same time came the news 
that the Short Line is rushing work on an extension 
from Uvyada which is to reach the Rim of the Great 
Salt Lake over the very route claimed by the San 
Pedro, Los Angeles & Salt Lake. In fact, the engi- 
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Proposed line of the San Pedro, Los Angeles & Salt 
Lake. 


(The section claimed by the Oregon Short Line lies between Clover 
Junction, Nev., and Uvada, on the Utah bounda y.) 


neers of the latter company say that theirs is the only 
practical route in that direction out of the valley. 

The history of the contest runs back about 12 years. 
From a statement recently laid before the Department 
of the Interior at Washington by the United States 
Land Oflice at Carson City, Nev., it appears that be- 
tween the dates of Aug. 28, 1889, and February, 1890, 
the Oregon Short Line & Utah Northern, the prede- 
cessor of the present Oregon Short Line, surveyed a 
route running from Milford, Utah, southwest to within 
about four miles from the town of Pioche, County of 
Lincoln, Nev., and caused to be graded a large portion 
of the roadbed and built about 314% miles of track from 
Milford. In 1890 all the grading and construction was 
abandoned and the 3% miles of track was torn up, and 
since the year 1890 the Short Line has not done any 
work or made any improvements on this line in the 
State of Nevada. The right of way and grading done 
on this line within the State of Nevada was assessed 
in 1893 by the assessor of Lincoln County for state and 
county taxes to the Short Line, and when these taxes 
became due, the company refused to pay. The property 
was then advertised and sold by the Sheriff of Lincoln 
County, and was bid in by the Treasurer of the county, 
and the property has never been redeemed, but the tax 
title is still vested in Lincoln County. 

In the year 18.6 the Utah & California, a Mormon 
company, surveyed a line from the boundary of Utah 
through the County of Lincoln and over the line here- 
tofore surveyed by the Short Line, which had prior to 
that date forfeited all claims, having failed to comply 
with the act of Congress of March 3, 1875. The Utah 
& California filed its maps of this survey on Feb. 27, 
1897, and now the Carson City Land Office recommends 


to the Secretary of the Interior that these maps be ap- 
proved and the right of way of the Utah & California 
be granted. The decision on this is yet to be given. All 
the rights of the Utah & California have been bought 
by the San Pedro, Los Angeles & Salt Lake, and that 
company is confident that the decision of the Secretary 
of the Interior must be in its favor. 

But even though successful at’ that point, the San 
Pedro, Los Angeles & Salt Lake has yet to solve the 
problem of getting into Salt Lake City. The most natu- 
ral method would be over the tracks of the Oregon 
Short Line from Uvada. This was the original expecta- 
tion of the company. But with the acute fight over the 
right of way now developed, this desired end may be 
defeated. To connect existing roads will require the 
building of only about 400 miles of new road. If inde- 
pendent lines must be built the entire new building will 
aggregate approximately 810 miles. It has long been 
the opinion of railroad men that the Nevada country 
would not in itself be a profitable territory, but with the 
recent mining developments in the Pioche District this 
judgment is reversed, and the Short Line is now eager 
to make use of the work done a decade ago at a cost of 
from $1,500,000 to $2,000,000. Both parties in the dis- 
pute have sufficient capital at their command to put the 
two independent lines through between the two cities. 
In the interest of economy it is to be hoped that an 
agreement will ultimately be reached, thus preventing 
the unnecessary duplication of lines across a compara- 
tively undeveloped country. 








Recent Developments in Central Station Equipment.* 


The wonderful advances in the application of electricity 
and the constantly increasing appreciation of the addi- 
tional comforts and increased facilities for industrial 
progress has created an urgent and enormous demand 
for the economical generation and distribution of elec- 
trical energy. Millions and millions of capital are being 
annually invested in generating plants and systems and 
while the state of the art is constantly changing, it seems 
probable that at least some of the more recent develop- 
ments will not soon be superseded. 

In the largest cities of the country electrical energy in 
the form of three-phase 25-cycle currents is now generated 
and transmitted to rotary converter sub-stations which 
distribute direct current to an Edison three-wire network 
at 250 to 800 volts for lighting and general power work. 
The same form of electrical energy is also transmitted to 
similar sub-stations which distribute direct current at 
550 to 600 volts for street railway work. It is thus pos- 
sible to centralize and to have a single large central sta- 
tion for both classes of service. If one generating station 
is provided for each class of service and the generators 
are similarly wound, the two stations may be intercon- 
nected and the necessary investment greatly reduced, as 
the same reserve capacity would answer for two stations. 
This method is followed to some extent in New York 
City, where three different generating stations varying 
from 50,000 to 100,000 h.p. each are in different stages of 
development. - 

In Chicago the local conditions in electric lighting and 
general power work are such that a considerable amount 
of direct current is distributed from the main generating 
station in addition to the large amount of three-phase 
25-cycle current that is transmitted to rotary converter 
sub-stations. A limited capacity in double current gen- 
erators is installed which answers as reserve both for 
direct current and three-phase 25-cycle alternating cur- 
rent supply. 

The generation of high potential three-phase currents 
and transmission to sub-stations makes it possible to lo- 
cate a single large generating station at some distance 
from the center of the existing load, where it is easily 
accessible by rail or water, and where real estate is cheap. 
The development of new direct ‘current demands is also 
no longer confined to the particlar localities covered by 
or in proximity to an existing network, but is dependent 
only on the amount of business that can be secured in one 
locality and which will warrant the installation of a 
rotary converter, that can be placed in a comparatively 
small room. ‘The cost of transmission lines to such sub- 
stations is under most conditions a comparatively small 
part of the total. 

In such central stations where series. are lighting and 
alternating current for incandescent lighting must be 
maintained in addition to direct-current service, the prob- 
lem of proper frequency always appears. In the present 
state of the art, the decision on this question would de- 
pend largely upon the relative amounts of energy required 
for the three different classes of service for existing and 
probable future demands. A frequency of 25 cycles is 
much better adapted for rotary converters than any other, 
but it is not suitabie for alternating current distribution. 
A frequency of 60 cycles is best adapted for alternating 
current distribution but is less desirable for transmission 
and conversion to direct current. A compromise fre- 
quency of 40 cycles is sometimes employed, but with such 
apparatus as at present available this does not merit 
serious consideration except in special cases. Series 
alternating current arc lighting, since the development 
of the constant current transformer and still more recent 
the A. C. series are regulator, has.become very popular 
for street lighting and also promises well for some classes 
of commercial lighting. 

*Abstract of a lecture given April 17 before the Engineer- 


ing College, University of Illinois, by Mr. P. Junkersfeld, 
B.S., Chicago Edison Co. 
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One of the more recent developments in the distribution 
of alternating current has been the four-wire three- 
phase system in one of the outlying districts in Chicago. 
As in most similar cases the territory has previously 
been covered by single-phase lines. Genergtors were in- 
stalled which deliver three-phase 60-cycle current from 
Y-wound armatures supplied with a fourth terminal. 
These deliver a maximum of 4,150 volts, or 2,400 volts 
between neutral point and any one of the outside termin- 
als. There is thus available a voltage best suited to 
single-phase lines in immediate locality and a higher 
voltage for four-wire three-phase transmission to centers 
in more distant localities. With ample generating capac- 
ity, and 4,000 volts for three-phase transmission to 
motors, there is practically no interference with lights due 
to the heavy starting currents of motors. Trarisformers 
and motors of standard voltages are used. Automatic 
feeder regulators are now being developed which will 
insure constant pressure at centers of distribution. 

Distributing systems and apparatus have been devel- 
oped to such a state that it seems necessary to look else- 
where for further improvements in the near future. The 
steam turbine at present gives promise of revolutionizing 
power station design. A steam economy equal to that 
of the best reciprocating engines has already been ob- 
tained. The first cost of a turbine and its generator 
would be very much less than present generating units of 
the same capacity. The space occupied would probably 
be about one-third while the attendance is reduced to a 
minimum. Another promising development is that of the 
“Nernst” lamp which even in its present state gives the 
same candle power when consuming one-half the wattage 
of the most efficient incandescent Jamps now on the mar- 
ket. The first cost is still considerable and its general 
adaptability not yet established but such obstacles as still 
exist will undoubtedly be surmounted at an early date. 
Electricity for lighting and power has long ceased to be 
either a luxury or a novelty, but it has become a necessity 
and by so doing has and will continue to contribute very 
largely to the greater enjoyment of mankind. 








TECHNICAL. 





Manufacturing and Business. 
The office of Mr. George S. Morison has been moved 
from the Mills Building to 49 Wall street, the Atlantic 
Building. 

The J. S. Toppan Co., Chicago, has opened an office 
in the Havemeyer Building, New York city, in charge 
of A. Holland, who will represent the company in the 
East and South. 

The Consolidated Car Heating Co., Albany, N. Y., will, 
cu May 1, move its Chicago office to the Fisher Building. 
W. P. Cosper, General Agent, will remain in charge of 
the Western business. 

Robert Spencer, now of Philadelphia, for many years 
well known in the raiiroad service of this country, has as- 
sociated himself with Julian L. Yale & Co., of Chicago, 
and will have charge of their Eastern business. 

Wim. B. Scaife & Sons, Pittsburgh, have received a 
contract for the structural work for a number of large 
steel frame buildings, covered with corrugated iron, to 
be added to the Etna tube works of Spang, Chalfant 
«& Co. 

The American Dust Guard is specified on the 3,000 
freight cars, 43 passenger and combination cars and 35 
locomotive tenders being built for the Southern Ry. Also 
it is specified on the 2,000 cars now being built for the 
M., K. & T. 

Sterlingworth brake-beams have been specified on 
2,750 cars just ordered by the Southern Pacific and 
Sterlingworth rolled steel trueks and body bolsters will 
be used on 1,000 of the 80,000 Ibs. capacity cars ordered 
last week by the Southern. 

The Automatic Frictionless side-bearings made by the 
Chicago Railway Equipment Co., Chicago, are specified 
for the entire order of freight, passenger cars and locomo- 
tives ordered by the Southern Ry. The road had previous 
to this order over 5,000 of these bearings in use, 

The Case Mfg. Co., Columbus, Ohio, has recently re- 
ceived orders for cranes from a large number of concerns, 
S. Cast Iron Pipe & Foundry Co., The 
James Leffel & Co., Springfield, Ohio; Camden Iron 
Works, Camden, N. J.; Noeffinghoff & Laue, Cincinnati, 
Qhio, and Wm. R. Trigg Co., Richmond, Va. 

The American Steel Co. sends a new card of weights 
of “Apollo Best Bloom” galvanized sheets. ‘This shows 
the weight of sheets, number of sheets in a bundle and 
weight per bundle of galvanized sheets in all the standard 
sizes, and gages from No, 10 to 30 inclusive. They will 
forward copies to those who desire them, and who will 
address the Advertising Department. 

The Wells Light Mfg. Co., Edward Robinson, sole 
)roprietor, 46 Washington street, New York city, has 
devised a way of applying the Wells light to the boom 
£ wrecking cars. It is especially adapted to this work 
hecause the flame is large, and casts a bright light with- 
cut shadows. By placing the tank on the boom the light 
is always centered on the work in hand. 

We recently announced that the Standard Paint Co., 
New York. N. Y., had built a large addition to its factory 
at Bound Brook, N. J., and had moved its offices to 100 
William street, New York City, using its old headquarters 
in John street for stock and shipping purposes. We are 
10W advised that a second addition to the factory is be- 
ing made, which will considerably increase the capacity 


including the U. 


“tion, with a capital stock of $20,000,000. 


of the works. The entire plant for the past several 
months has been running 20 hours out of every 24. 


Iron and Steel. 


The International Steel, Iron & Pipe Co., with a capital 
of $50,000,000, has asked for incorporation in Michigan, 
to build steel mills on both sides of the “Soo” Canal. 


The Dominion Iron & Steel Co., whose new works are 
about finished at Sydney, Cape Brenton, has a contract 
from an English firm for 150,000 tons of pig iron. 

Carl Schultz, founder and principal owner of the 
Schultz Bridge & Iron Co. at McKees Rocks, Pa., now 
a part of the American Bridge Co., died in Pittsburgh 
on April 138, at the age of 78. 

It is announced that an advance of $2 in the price of 
rails, making the price $28, will be effective from May 1. 
The demand for rails from home and abroad continues 
heavy, and it is estimated that since last fall orders for 
fully 2,000,000 tons have been booked. 

The John Watts Co., of Boston, Mass., has bought 
the plant of the Corliss Safe Works at Auburn, in the 
town of Cranston, R. I., and will at once, according to 
report, remodel the plant to make steel rods and wire 
nails. The plant has been iule for some years. 

The Hubbard Manufacturing Company was incorpo- 
rated in New Jersey last week, with a capital stock of 
$100,000, by Cleveland V.. Childs, James R. Mapletoft 
and H. N. Smith, all of East Orange. The object of 
the company is to make and sell steel and iron. 

Counsel Donaldson, of Managua, reports to the De- 
partment of State that the Nicaraguan Government has 
placed an order with its agent in New York for 2,400 
tons of rails for the new central branch of the National 
Railroad which is being built by a German engineer, 
Mr. Julio Wiest. 

The American Bridge Co. will furnish to J. G. White 
& Co., Inc., New York, the structural steel work for the 
power plant for the Kalgoorlie Electric Power Co., Kal- 
goorlie, Australia. This plant consists of an engine house 
45 ft. x 159 ft., with a lean to 17 ft. x 40 ft., and a boiler 
house 41 ft. x 132 ft. 

The plants of the Kelly Nail & Iron Co., the Belle- 
fonte Iron Works Co., the Marting Iron & Steel Co., 
the Hecla Iron & Mining Co., of Ironton, Ohio, and the 
Norton Iron Works and the Ashland Steel Co. of Ash- 
land, Ky., are to be consolidated under a plan promoted 
by Alven Beveridge. 

The Consolidated Lake Superior Co., better known as 
the I. H. Clergue Syndicate, has applied to the Con- 
necticut Legislature for amended articles ‘of inecorpora- 
This company 
secured a special charter from that State in 1897, and 
has since been developing mines and operating power 
canals on both sides of the Sault Ste..Marie. ine com- 
pany is building a railroad from The Straits to the junc- 
tion of the Canadian Pacific. The amendment gives the 
syndicate right to own and operate railroads and steam- 
ships, and to increase its capital stock. As stated last 
week, this syndicate has a contract to supply the Can- 
adian Government with ~~, Vv tons of rails. 


The Vanderbilt Boiler. 
The Baldwin Locomotive: Works have prepared for Mr. 
Cornelius Vanderbilt a design for a cylindrica] fire-box to 
suit the Atlantic type of engine. We do not understand, 
however, that any order has yet been placed for the build- 
ing of such an engine. 


Harbor Works at Rosario. 
The time limit for bidding on the contract for the pro- 
posed port at Rosario de Santa Fe has been extended 
to Jan. 10, 1902, if made to Buenos Ayres, or to Dec. 10, 
1901, if bids are sent to London. Elmer L. Corthell is 
the Chief Engineer. 
To Build a Big Dam and Power House. 
The Missouri ..ver Power Co. of Helena, Mont., which 
owns a dam and power plant at Canon Ferry, and which 
is now building a pole line to Butte, will build another 
dam across the Missouri at Stubbs Ferry, five miles be- 
low the present plant. It is estimated that the new 
dam and plant will cost about $1,000,000, and will de- 
velop 10,000 h.p. 
M. C. B. Arbitration Decisions. 

The decisions of the Arbitration Committee of the Mas- 
ter Car Builders’ Association, No. 1 to No, 608, inclusive, 
have been reprinted in one volume. This is now ready for 
distribution from the office of the Secretary at The Rook- 
ery Building, Chicago. It will be sold for $1.50 a copy, 
postage added if sent by mail. The decisions, with the 
index, make a volume of 711 pages bound uniformly with 
the reports of proceedings. 

American Bridge Co.’s Exhibit at Buffalo. 
The American Bridge Company will make an élaborate 
building exhibit at the Pan-American Exposition in Buf- 
falo, furnishing two buildings each about 60 ft. wide and 
about 150 ft. long. One building will be of plain con- 
struction, being designed for use as a manufacturing 
plant. The second will be of ornamental design, such as 
is used for freight depots, street car barns and that clas; 
of structures. An extensive exhibit of parts of large 
bridges will also be made. 

Changes in the American Bridge Company. 
Mr. Jesse Walker, who has been Manager of the Amer- 
ican Bridge Company’s Pittsburgh district, has resigned. 
He will have no successor. Instead, each plant will 
have its own Manager, the following being appointed: 


C. D. MelKenzie, at the Shefller Bridge Co. and the 
Walker Bridge * Works at Hays Station, Otto G. 
Schultz, the Keystone Bridge Works; T. G. Spielman, 
at the Pittsburgh Bridge Company’s plant, and John 
Hayes, at the Schultz Bridge & Iron Co., at MeKees 
Rocks. 

New Passenger Engines on the Lehigh Valley. 
The five Baldwin compound 10-wheel passenger engines, 
with large driving wheels and wide fire-box, for the Le- 
high Valley Railroad, described in the Railroad Gazette 
Dec. 28, have been delivered, and are working on the 
Buffalo Division. When the description was published 
it was said that there would be five of these engines in 
all, but it has been decided to build two more, which will 
be delivered later. Until bridges and track are put in 
condition to receive them elsewhere, they will continue 
to work on the Buffalo Division, in and out of Sayre, Pa. 


The Bridge Across the Hudson River. 

The bill known as the Raines bill, designed to enable 
the New York & New Jersey Bridge Company to build 
an approach structure along West street, in New York 
city, from the New York landing of that company’s 
Hudson River bridge to the foot of the island, was 
passed in the Senate at Albany last Monday by a vote 
of 28 to 18. In the Assembly the bill was recommit- 
ted to the Committee on Rules, but it was called up on 
Tuesday and passed, 95 to 46. It now goes to. the 
Governor, who has expressed his willingness to sign the 
bill if he is convinced that the project is backed by re- 
sponsible capitalists. 


Proposals for Making a Harbor at Manila. 
Captain John Biddle, Corps of Engineers, U. S. A., 
Chief Engineer, Division of the Philippines, wants bids 
until Aug. 1, at his office in Manila, for the harbor at 
Manila, P. I. The work to be done includes about 159,- 
000 cu. yds. riprap, 21,000 cu. yds. conerete and rubble 
masonry in breakwaters, about 5,000,000 cu. yds. of 
dredging, and a pile bulkhead 4,700 ft. long. Dredging 
in mud, sand and shells to a depth of 30 ft. Dredged 
material to be used for reclaiming land. Bids must be 
accompanied by a bond of $100,000 gold. One contract 
will be made for the whole work. The contractor's 
bond will be 10 per cent. of the amount bid. Specifica- 
tions and blank forms may be had at the Bureau of In- 
sular Affairs, Washington, D. C.; U. S. Engineer Of- 
fices at New York, Chicago and San Francisco. 

Consolidations of Engine Building Companies. 

A consolidation of five engine building companies in the 
United States into one company, with a capital stock of 
$25,000,000, is proposed, to include the BE. P. Allis Co., 
of Milwankee; the Pennsylvania Iron Works Co., of 
Philadelphia; the Gates Iron Works Co., Chicago; the 
Fraser & Chalmers Co., Chicago, and the Dixon Mfg. 
Co., Seranton, Pa. ; 

Another consolidation, with a proposed capitalization 
of $30,000,000, “includes the following stationary engine 
building companies: Corliss Steam Engine Works, Prov- 
idence, R. I.; American Wheelock Engine Co., Worces- 
ter, Mass.; Hamilton Corliss Steam Engine Co., Ham- 
ilton, Ohio; Southwark Foundry & Machine Co., Phila- 
delphia ; Lane & Bodley Co., Cincinnati; Rice & Sargent, 
Providence, R. I.; Robert Wetherill, Chester, Pa.; 
Cooper Corliss Co., Mt. Vernon, Ohio, and the Vieter 
Manufacturing Co., Milwaukee, Wis. 


Suburban Cars for the Erie. 

The Erie has recently put in service 25 new suburban 
ears which have some interesting peculiarities. We have 
mentioned these cars before, but can now give more de- 
tails. The cars were built by the Wason Manufacturing 
Company, of Springfield, Mass. They are 60 ft. long 
over corner posts, and each car seats TS passengers. The 
great length permits a little more than usual fore and aft 
spacing between seats, which obviously adds to the com- 
fort. The usual seat arms next the aisle are left off, 
which adds still further to the passenger’s comfort, mak- 
ing it convenient and easy for him to get in and out. 
I'urthermore, it becomes easy for him to stand up in his 
seat and put on his overcoat, which tends to promote 
health and comfort, as most men are too lazy to take off 
their overcoats in a short suburban trip unless matters 
are made easy for them. The arm rest in the window is 
unusually low, and the windows are large. ‘The basket 
racks are left out. The bell cord is under the clear 
story sill. The head linings are white, and each car has 
six Pintsch lamps, with 2-in, longer arms than on lamps 
generally, thus giving an air of spaciousness and bright- 
ness to the interior. These cars are sheathed with Mr. 
Appleyard’s patent copper sheathing, the lettering being 
put on in white metal. They have four-wheeled trucks, 
inside hung brake-beams and roller side bearings. 


The Launch of the Celtic. 
The White Star steamer Celtic, the biggest ship afloat, 
was launched April 4 at the yards of Messrs. Harland & 
Wolff, at Belfast, which firm, it will be remembered, has 
been for years the builders of the White Star ships. The 
Oceanic, of the same line, was launched there in Jan- 
uary, 1889. The Celtic is designed to be a ship of vast 
capacity, very comfortable, but somewhat slow. While 
the speed of the Oceanic is 20 to 21 knots that of the 
Celtic is 16 to 164% knots and she is expected to take 
eight days to New York. While she will have very com- 
fortable provisions for first-class passengers, including 
the novelty of certain staterooms with but one berth. the 
fare will be lower than by the faster ships. She will 
have accommodation for 347 first-class passengers, 160 
second class and 2,352 third class, also for a crew of 
335. She has in all nine decks and the total cost will be 
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about $2,500,000. Her displacement is 37,700 tons, and 
she has quadruple expansion engines, 33 in., 47% ins 
GS in. and 98 in. x 63 in. stroke. Certain particulars of 
tonnage and dimensions appear in the table below. 


Gross 

Length. Breadth. Tons. 

oS ees eis. 698 ft. 8 in. 75 ft. 414 in. 20,880 
SOOONIG bis cicecdstccuve JO ee OAR. 68 ft. 17,274 
Deutschland ............ 686 ft. 67 ft. 15,500 
Wilhelm der Grosse .... 648 ft. 66 ft. 14,349 


The Lunkenheimer Universal Hand Oil Pump. 
The illustration is of a hand pump oiler made by the 
Lunkenheimer Company, Cincinnati, Ohio. The lever 
pattern of oil pump, made by this company and in use 
for more than 20 years, is familiar, and the type here 
shown is preferred by many to the earlier forms. From 
the illustration it 
may be seen that 
this pump can be 
attached either 
horizontally or 
vertically by trans- 
posing the shank 
A and the plug B, 
which are inter- 
changeable. The 
pump can thus be 
readily attached 
A to either the steam 
pipe or the steam 
chest, the advant- 
age of which is ap- 
parent, the illus- 
tration being that of vertical application. When desired 
a brass body is furnished instead of glass, as here illus- 
trated, and the metal parts are made in either polished 
brass or nickel-plated finish. Unless specially ordered 
otherwise all orders are filled with glass body pumps. 

Preparing Journal Box Packing. 
At the February meeting of the Rocky Mountain Rail- 
way Club Mr. J. W. Bunn, of the Galena Oil Company, 
described a yat for saturating journal packing with oil.) 
The device has three compartments, the central one hay- 
ing a screw press mounted in a yoke in such a way as 
to allow the screw press block to be swung to the side 
when oiled packing is to be taken out of the middle com- 
partment. The operation of preparing waste is as fol- 
lows: A quantity of waste, say, 60 Ibs., is put in vat 
No. 1, and GO gallons of oil are poured over it. After 
standing 48 hours in a temperature of 70 degrees, sug- 
gested, the waste is removed from vat No. 1 and put 
under the screw in vat No. 2. At the bottom of this 
vat there is a stack-netting screen 6 in. from the true 
bottom of the vat, and when pressure is applied the ex- 
cess oil flows from vat No. 2 back into vat No. 1 through 
pipes provided, the quantity of oil returned being meas- 
ured by a fixed gage set in vat No. 1. It is thus ap- 
parent at a glance how much oil is left in the waste, and 
once the proportion has been established it is easy 
to turn out a uniformly saturated packing. When the 
desired amount of oil has been pressed out a stop cock 
is closed between vats 1 and 2 and the excess oil col- 
lected in vat 1 is used and added to the oil for the next 
lot of waste. Vat No. 3 has also a stack-netting screen 
in the bottom, and is used to hold the prepared packing, 
it being the idea of the designer that the oil which drains 
through the bottom of this vat should be regularly taken 
up and poured over the top of the packing to maintain 





uniformity. 

Air Brakes on the Nashville, Chattanooga & St. Louis. 
We have received from Mr. J. W. Thomas, Jr., General 
Manager of the Nashville, Chattanooga & St. Louis, re- 
ports of the condition of air-brakes on cars entering and 
leaving the Nashville yard in January and February, 
some information from which is here given. The list of 
defects given in detail in the report shows that the range 
of failures is about the usual one as we have often pub- 
lished it, for example, on pages 600, 624 and 658 of the 
Railroad Gazetie, 1900. 

In January there were 308 air-braked cars received at 
Nashville with brakes cut out, and leaving the yard there 
were 67 cars cut out. There were 10,588 air-braked cars 
forwarded, on 10,491 of which the air-brakes were in 
good order. ‘Chere was an average of 15.8 serviceable air- 
braked cars per train. Of the 67 cars cut out 38 be- 
longed to railroad companies and 29 to private car lines. 
Of the air-braked cars forwarded 8,917 had Westing- 
house air-brake apparatus; 1,604 New York air-brakes ; 
six the Laudsberger air-brake; 30 had Boyden brakes; 
and one had the Crane air-brake apparatus. In Febru- 
ary 412 air-braked cars were received in the yard with 
brakes cut out, 90 cars left the yard avith brakes cut out, 
9,202 air-braked cars were forwarded, showing 9,112 cars 
on which the brakes were ‘in good order, and fixing the av- 
erage of serviceable air-braked cars per train at 16.2. Of 
the 90 cars cut out TY belonged to railroad companies and 
11 to private car-lines. Of the air-braked cars forwarded 
7.598 had Westinghouse air-brake apparatus; 1,588 New 
York air-brakes; three the Landsberger brakes; and 13 
had the Boyden air-brake equipment. 


THE SCRAP HEAP. 


Notes. 
A fire at Birmingham, Ala., on the morning of April 


17 destroyed buildings of the Birmingham Railway, to- 
gether with 40 electric cars and other property, includ- 
ing a number of dwellings, to the total value of 
$150,000. 
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According to newspaper accounts, a car tracing bureau 
is to be established at Kansas City, under the manage- 
ment of Mr. J. W. Midgley. It does not appear from 
the accounts whether the proposed bureau is being 
established by railroads or by outsiders. 

The Louisville & Nashville and the Atlantic Coast 
Line railroads have ‘appealed to the United States Court 
in Georgia for relief against an oppressive speed ordi- 
nance lately enacted by the town of Edgewood. Judge 
Newman granted a temporary injunction. The ordi- 
nance required all speeds reduced to six miles an hour, 
and prohibited the blowing of whistles within the town 
limits. 

The extent of the lines of the Pennsylvania and its con- 
trolled railroads and the amount of new work constantly 
going on in connection with its property, is partially in- 
dicated by the statement, published in a Pittsburgh paper, 
that one day recently, when the gangs of workmen were 
increased for the beginning of the summer campaign, 3,000 
new men were put at work. This is, no doubt, an un- 
official estimate, possibly rounded out a bit by the re- 
porter; but in the same account it is stated that within 
two weeks 10,000 more men will probably be hired, largely 
by contractors engaged on new construction within 150 
miles of Pittsburgh. 

According to newspaper reports, two gentlemen con- 
nected with the Great Northern Railway, Messrs. Tuck 
and French, traveled from Seattle, Wash., to New York 
city last week in less than 96, hours, having been car- 
ried by a special train over the Great Northern and by 
regular trains from St. Paul to New York. The special 
over the Great Northern is said to have left Seattle on 
Thursday afternoon, April 18, at 12:45, Pacific time, 
and to have reached St. Paul at 1:15 p. m., Central 
time, on Saturday. The distance is 1,823 miles, making 
the gross time 461% hours; rate, 39.24 miles an hour. 
The special train was run by order of President J. J. 
Hill (who was himself on board) for the purpose of en- 
abling the two gentlemen named to reach New York in 
time to sail on a certain steamer for Paris. 


Traffic Notes. 

The Presidents of the railroads west of Chicago have 
postponed their rate conference to be held in New York 
city until June 5. 

Kree storage of flour at Buffalo has been abolished by 
the railroads. ‘lhe storage charge is to be 1% cents per 
10U Ibs. for 30 days, and there will be a charge for un- 
loading and loading. 

Cleveland despatches report that contracts are being 
made by lake vessels to carry ore from Lake Superior 
to Lake Erie ports throughout the coming season at 8v 
cents a ton. On coal no contracts have been made for 
the season, but the rate paid for a number of first-trip 
shipments to Duluth is 4U cents. 

The making of rates and routes for transporting troops 
over the Western roads on traffic originating in or east 
of Chicago has been put in charge of Chairman McLeod 
ot the Western Passenger Association. This is the result 
of his successful handling of the “military-traflic pool.’ 
He has given ‘satisfaction to the army officials, who are 
said to be pleased to have him in charge of this work. 

Passenger rates from Cleveland to Buffalo for the 
Pan-American Exposition are announced as follows: For 
every day during May one and one-third for the round 
trip, good for 15 days; every Tuesday, a rate of one fare 
and $1 additional for the round trip, tickets good for five 
days; on May 15 and 29 special coach excursions at 1 
cent a mile, tickets good for three days. These rates are 
announced for May only. 

Mr. D. B. Martin, who had been choisen to arbitrate 
the differences between the several competing lines, has 
decided that passenger fares from St. Louis and Cin- 
cinnati to Buffalo over the Akron route—the Pennsyl- 
vania Lines, the Cleveland, Akron & Columbus and the 
Erie—shall be the same as by the standard routes; from 
Columbus to Buffalo the arbitrator allows a differential 
of 30 cents, because the line is 50 miles longer than that 
of the Big Four. The Akron route has asked for dif- 
ferentials from all of the points named. 


The Stamp Tax on Export Bills of Lading. 

The U. S. Supreme Court, in a suit brought against 
an agent of the Northern Pacific, in Minnesota, has de- 
cided that the law imposing a stamp tax of 10 cents on 
each bill of lading for freight to be exported is unconsti- 
tutional, as being a tax on goods exported. Four of the 
nine justices dissented from this opinion. These four 
are Messrs. Harlan, Gray, White and McKenna, 

I. C. C. Decision on Lumber Rates from the South. 

The Interstate Commerce Commission, in an opinion 
by Commissioner Yeomans, has announced its decision 
in the case of Hilton Lumber Co. v. Wilmington & Wel- 
don et al. The Commission decides that the through 
rates from Wilmington, N. C., to Philadelphia, Jersey 
City and Boston, to the extent that they exceed the sum 
of rates from Wilmington to Norfolk or Portsmouth and 
from the latter points to the northern cities mentioned, 
are unjust and wrongfully prejudicial to Wilmington 
shippers in violation of sections three, one and two of the 
act to regulate commerce. Divisions of joint rates are 
usually less than the corresponding locals, and almost 
without exception not greater, and while a case may 
arise in which such a division could with propriety be 
made greater than the local or straight rate, no such 
case is presented here. ‘The case is retained for further 
investigation in regard to certain apparent discrimina- 
tions resulting from a lower proportion or arbitrary 
charged by carriers south of Norfolk on lumber from 
Wilmington to New York City than on lumber from 
Wilmington to Jersey City, and from lower rates charged 
by one of such carriers from interior points near Wil- 
mington to Portsmouth on shipments to northern sea- 
port cities than the proportion or arbitrary charged by it 
on through business from Wilmington to the same desti- 
nations. 

I. C. C. Decision Concerning Rates on Salesmen’s Pri- 


vate Cars. 

The Interstate Commerce Commission, in an opinion 
by Chairman Knapp, has announced its decision in the 
case of Carr against the Northern Pacific. 

Complainant, a commercial salesman, travels with his 
assistant over the defendant’s line in a private car 
stocked with samples of men’s clothing and furnishings. 


For the first trip the car was transported from point to 
point as required for fifteen round-trip fares between 
St. Paul and Portland, but the charge for subsequent 
trips was fifteen local fares from point to point. Com- 
plainant alleged this higher charge to be unreasonable 
as compared with the lower rate of fifteen round-trip 
fares usually granted to pleasure, theatrical and other 
parties in private cars. While there is no substantial 
difference in cost to the carrier in transporting com- 
plainant’s car and cars used by theatrical or other 
parties, the dissimilarity in the nature and value of the 
two services is marked and the benefit accruing to 
complainant exceptional. He uses cars the property of 
defendant, its side tracks and yards, for transactinz 
his business. The Commission holds as follows: 

The regulating statute is opposed to every species of 
favoritism, and seeks to secure like treatment for all 
persons in like relations to the carrier. Defendant may 
lawfully decline to haul private cars at all, or it may 
haul private cars of one class and refuse to haul others 
of a wholly different class; but if it transports private 
ears of any class, it must in like manner and upon like 
terms transport all private cars occupied for the same 
or similar purposes. Where the differences in cost or 
character of service are substantial, either in the work 
performed by the carrier or in its utility and value to 
the person served, a fair relation of rates meets the 
earrier’s obligation. ; 

In comparison with the private car service performed 
for pleasure seekers, etc., the service demanded by com- 
plainant is dissimilar and unusual to such a degree that 
to require from him greater compensation, or to refuse 
his car altogether, would not subject him to unlawful 
discrimination. 

In the competitive struggle to supply consuming mar- 
kets neither contestant should be favored by public car- 
riers. This is at once the aim of the law and the re- 
quirement of relative justice. The rates charged to 
complainant for moving his car, while not held to be 
reasonable are not shown to be unreasonable. 

It is the legal duty of defendant to publish and file 
its rates and regulations for the movement of private 
cars, certain kinds of which are more or less frequently 
handled over its line. 


A Decision on Track Jack Patents. 

In the United States Circuit Court for the Western 
District of Michigan, on April 38, 1901, a decree was 
granted in the case of the Duff Manufacturing Com- 
pany against the Kalamazoo Railway Supply Company, 
enjoining the latter company from using the handle and 
pawl construction covered in the Barrett patent No. 
312,316, and which has been used for many years in 
the Barrett jacks. This refers to the trip jack recently 
put on the market by the Kalamazoo Company, 


Trout Season Opens May 1. 

The Detroit & Mackinac Railway, by its president,.Mr. 
James D. Hawks, reminds sportsmen of the beginning of 
the fishing season and that: “The fisherman’s paradise is 
without doubt on the line of this road running from Bay 
City north along the Lake Huron coast to within a few 
miles of Cheboygan.” It is true that, owing to the good 
sense of the State Fish Commission and the railroad 
companies, the best open trout fishing is now found in 
Michigan. 

Timber Specimens for the Pan-American. 

_ We are informed by Dr. Herman von Schrenk, of the 
Shaw School of Botany, Washington University, St. 
Louis, that special effort will be made to show at the Pan- 
American Exposition samples of timber such as will indi- 
cate the limits of its natural life in service and illustrate 
the methods of some of its enemies. He would be glad 
to receive from railroad men specimens of ties, bridge 
timbers, piles, etc., showing various forms and stages of 
decay. Those who have specimens that they think might 
be interesting should send them to the Government Build- 
ing, Pan American Exposition, Buffalo, care of Dr, von 
Schrenk. 

The Pennsylvania Anti-Scalping Law. 

The recent decision of the Supreme Court of Pennsyl- 
vania, upholding the law of that state forbidding broker- 
age in tickets, has been published in pamphlet form, and 
is being circulated by Mr. Daniels, of the New York Cen- 
tral. The statute in question was passed in 1863 and 
the present decision calls attention to the fact that Judge 
Ludlow practically decided all the questions at issue, 
away back in 1880. There is little to say, therefore, ex- 
cept to quote additional opinions of other courts which 
confirm and fortify this early decision. The Supreme 
Court now simply aflirms, in two paragraphs, the deci- 
sion of the Superior Court; and the Superior Court only 
announces principles of law already well settled. There 
is no impairment of the obligation of contract, because the 
alleged contracts were not made until nearly 40 years 
after the passage of the law; the law does not affect in- 
terstate commerce; it is only a reasonable police regula- 
tion; the Legislature has declared ticket brokerage to be 
a business which fosters fraud, and the Interstate Com- 
merce Commission has spoken even more strongly on this 
point. 

The pamphlet contains the law in full, together with the 
amendment passed in 1872, which repealed the proviso 
allowing the bona fide owner of a ticket to sell it, but 
railroads are now required to redeem unused tickets or 
parts of tickets. 


The Patent Office. 

Mr. Edward B. Moore, of Michigan, a Principal Ex- 
aminer in the Patent Oftice, has been appointed Assist- 
ant Commissioner of Patents, to succeed’ Mr. Walter H. 
Chamberlain, who recently resigned to resume the prac- 
tice of law in Chicago. 

Mr. Walter H. Chamberlin, Assistant Commissioner 
of Patents, has resigned, and will resume the practice 
of law on May 1, with offices in Chicago and Washing- 
ton. Mr. Chamberlin was appointed from Chicago about 
a year ago. Mr. William A. Megrath, latv clerk of the 
Patent Office, has resigned, and entered into the prac 
tice of law in New York city as a member of the firm 
of Duell, Megrath & Warfield. Mr. Duell was_ until 
recently Commissioner of Patents, and Mr. Warfield a 
principal examiner in the Patent Office. 


Train Robbery Near Memphis. 

On the night of April 22 a train of the Choctaw, Okla- 
homa & Gulf was stopped by six masked men about 
four miles west of Memphis, ‘and the express car was 
robbed of the contents of both of its safes, said to be 
$3,000. The express messenger was beaten, and the 
porter of the train, who refused to uncouple the express 
car from the rear portion of the train, was shot, prob- 
ably fatally.’ The through safe was blown open with 
dynamite. 


New York Laws. 
The Legislature of New York has passed the following 
bills, and they have been approved by the Governor: | 
Assemblyman Remsen’s, repealing the prohibition 
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against corporations designed to navigate the State 
canals having a capital stock exceeding $50, 

Senator Raines’, amending the railroad law by confirm; 
ing consents given to street surface railroads in cities of 
the first class subsequent to 1890. 

Senator Raines’, providing that any street surface rail- 
road company incorporated prior to July 1, 1895, which 
obtained consent to use public streets in cities of the 
first and second class, shall have an extension of time 
in which to begin operations. 

Floods and Snowstorms. 

Great damage was done by floods in the Ohio River 
and its tributaries on Saturday and Sunday last, heavy 
rains having fallen for several days previous. On Satur- 
day snow fell in a large region on the south side of Lake 
Erie to the depth of two and three feet, blocking the 
railroads in all directions. At Middlefield, Mass., the 
floods culminated in the breaking of a dam which car- 
ried away a large,stone arch bridge of the Boston & 
Albany, and blocked the main line of that road nearly 
three days. 

The flood at Pittsburgh was no higher than in several 
previous instances, but the damage to property, and to 
business by the enforced suspension of work, was very 
zreat because of the increase in the number of estab- 
lishments affected and because every mill was working 
full time, many of them night and day. The news- 
paper estimate of the damage and loss in the Pittsburgh 
district is over $2,000,000. Many thousand workmen 
were temporarily thrown out of work. Among the fac- 
tories flooded at Pittsburgh were the following: 

Carlin Foundry & Machine Company, Damascut 
Bronze Company, Iron City Spring Company, Eagle 
Paint & Varnish Company, Hall Pump Works, pipe cut- 
ting department of the Pennsylvania Tube Works, 
Jones & Laughlins, National Tube Works, Elba Iron 
Company, American Steel Hoop Coompany, Columbia 
Bridge Works, Superior Iron & Steel Works, American 
Steel & Wire Mills, Dilworth, Porter & Co., Oliver Steel 
& Wire Company, McConway-Torley Company, Shiffler 
Bridge Works, H. K. Porter & Co.’s Locomotive Works, 
IXeystone Bridge Works, Carnegie’s upper and lower 
Union Mills, Black Diamond Steel Works, Pittsburgh 
Bridge. Works, Wayne Steel & Iron Works, Carnegie’s 
Sixty-second street furnaces, Lucy furnaces, Crescent 
Steel Works, Marshall Structural & Foundry Com- 
pany’s Works, Shoeburger Steel Works and Fort Pitt 
loundry. 

The railroads to the south of Pittsburgh and also to 
the north for 25 miles suffered from many washouts and 
landslides. Farther west and north the snow delayed 
trains everywhere, the main line of the Fort Wayne 
road being practically blocked for 24 hours. At Erie, 
Pa., the blockades by snow were worse than in the great 
storm of March, 1SSS8. Many miles of telegraph and 
telephone wires were broken down. At Cincinnati the 
height of the river at 6 o’clock on the night of April 
28 was 55.1 ft., and the Grand Central Passenger Station 
had to be abandoned. Much damage was done at 
Wheeling. The Baltimore & Ohio was blocked at many 
points on the Pitsburgh’ Division and at several places 
on the: main line. 

The flood in Massachusetts damaged the Boston & 
Albany at many places between Middlefield and Spring- 
field, and the total loss of that company is estimated at 
$100,000. Serious washouts occurred on the line of the 
Central New England & Western, and the Naugatuck 
River overflowed the track of the New York, New 
Haven & Hartford at a number of places on the Nauga- 
tuck Division. 

Very few cases of loss of life are reported and few 
train accidents. 

Work at the Pan-American Exposition at Buffalo was 
greatly retarded by the snow. 


The Chesapeake & Ohio Canal. 

The period of ten years during which the trustees for 
the holders of the bonds of 1844 have operated the Ches- 
apeake & Ohio Canal, under a decree of the Circuit Court 
for Washington County, will terminate on May 1. Two 
things may be done. The Court may pass an order ex- 
tending the time and continuing the present conditions 
or it may, upon motion of the State of Maryland, enforce 
the decree and order the property to be sold to the high- 
est bidder. In times past the Western Maryland Railroad 
Company made a proposition to lease it. The Western 
Maryland road is within about sixty miles of Cumber- 
land, and if it could obtain the canal, rails could be laid 
on the tow path at a comparatively small cost. The 
grade through the mountains is better than that possessed 
by any railroad, and there is a tunnel under the moun- 


tains, 


The New Navy 5-in. Gun. 

The new model 5-in. gun for the Navy was tested re- 
cently at Indian Head with very good results. With 
less than 17 tons pressure a 50-lb. projectile was given a 
maximum velocity of 3,330 ft. per second. The regular 
5-in. gun now used on the “Kearsarge” and ships of her 
type only attains a velocity of 2,550 ft. per second with 
the same projectile. It is said the new gun will pierce 
5 in. of Krupp armor at 2,000 yards. 


Sand Filtration System for Washington. 

xen. John M. Wilson, Chief of Engineers, U. S. Army, 
has recommended the formation of a special board of en- 
gineer officers to consider questions connected with the 
proposed plant for sand filtration of the water used in 
the District of Columbia. Congress appropriated $500,- 
000 for the slow sand method of filtration giving the 
Chief of Engineers power to acquire a site by purchase 
or condemnation. The entire work will cost over $2,000,- 
000, and when completed the filter will have a capacity 
of 60,000,000 gallons of water a day. 


Chilled Wheels Abroad. : 

The British Griffin Chilled Iron & Steel Co. started its 
new works at Barrow-in-Furness March 7. It is said 
that 20,000 chilled wheels are running on tramways in 
Great Britain and the company has obtained orders for 
railroads in India, Burma, Borneo, Tasmania and 
Rhodesia, and is now executing orders for 3,848 sets of 
wheels and axles for the Indian State Railway, the 
Burma railroads and the Nizams Guaranteed Railway. 
The Pennsylvania Canal Abandoned. * 

The abandoning of the old Pennsylvania Canal as a 
freight carrier at the formal meeting of the stockholders, 
on the 11th, was an event of historical interest. The com- 
pany will sell such portions of the land as can be made 
available. The portion formally abandoned extends from 
Columbia, in Lancaster county, to Nanticoke, in Luzerne 
county, and from Northumberland to Loyalsock, Lycom- 
ing county. The canal was originally built by the state, 
and extended from Columbia to Hollidaysburg, in Blair 
county, at the foot of the Allegheny Mountains. This 
portion was abandoned some years ago. The branch 
from Nanticoke was used in the transportation of coal 
until 1893. 


Baggage Checks. 

The Delaware, Lackawanna & Western has adopted 
card checks for use on baggage throughout its lines, 
abandoning brass checks. Coincident with this an- 
nouncement comes the news that the Great Eastern of 
England has just decided to adopt brass checks, “to 
comply with the wishes of its American patrons.” We 
surmise that this action of the Great Eastern is taken 
as much for the purpose of improving the service for 
the benefit of passengers in general as for any sup- 
posed demands of American travelers. _Herapath’s 
Journal, however, seems to think that Englishmen will 
not. be over much pleased with this American idea. 
Englishmen “do not live at hotels,’ and, it is declared, 
the English passenger rather likes to have two or three 
porters at his elbow. With plenty of porters, each man 
takes the place of one of the “brasses,” we suppose. 


Sinking of a Car Float. 

A barge of the New York, Philadelphia & Norfolk 
Railroad, loaded with 18 cars of sugar and flour, was 
sunk at Norfolk, Va., April 11. 

The car ferry “Huron,” of the Grand Trunk Railway, 
ran aground in her slip at Windsor, Ont., on the night 
of April 14 with 10 ft. of water in her forward com- 
partment. The vessel had been injured by running 
against a rock, but the injury was supposed to be trifling 
until, after making two more trips, the vessel, while in 
midsteram, was found to be leaking badly. The cars 
were got off with difficulty. 


Rolling Stock for Swiss Railroad. 

At the regular meeting of the Board of Directors of 
the Jura-Simplon Railroad Company, held at Bern on 
the 16th of February, about $4,320,000 was appropriated 
for the purchase of additional rolling stock and for the 
purpose of carrying into effect the plan to increase the 
salaries of the employees recently decided upon. It is 
said that $360,000 will be spent-on new rolling stock 
during the year. The gage of the railroad is 1.435 meter. 
Mr. E. Ruchonnet, of Bern, is President, and Mr. R. 
Weyermann, of Bern, Engineer-in-Chief of Rolling Stock. 
At the beginning of 1900 the rolling stock consisted of 
226 locomotives, 537 passenger cars, and 3,623 freight 
cars. 


The Central Railroad of German East Africa. 

Advices from Berlin state that the construction of the 
Central Railroad through German East Africa seems 
now secured. The Deutsche Bank, and other German 
banks are about to form a special syndicate to build the 
line, the Government having granted not only a 3 per 
cent. guarantee from and after the completion of the 
railroad, but also comprehensive land and mining con- 
eessions. It will be remembered that after the first 


- negotiations about this railroad, at the time of Mr. Cecil 


Rhodes’ visit to Berlin, the project fell through because 
the Deutsche Bank refused to take part in it without 
large territorial and other concessions from the govern- 
ment on both sides of the line. These concessions have 
now been promised, and, now that a private company is 
ready to undertake the work, the Reichstag will prob- 
ably consent to pass the necessary bill. 


Street Car Heaters in Germany. 

U. S. Consul Warner, of Leipzig, reports that there is 
great need for electric heaters in the street cars of_that 
city, the three electric street railroads in and about Leip- 
zig not having a single car which is heated. The city 
authorities do not compel the companies to make their 
ears comfortable and unless required to do so by law, 
they will not put themselves to this extra expense. Mr. 
Warner urges the introduction of American electric 
street-car heaters, 


The Berlin-Hamburg Fast Electric Road. 

Mr. Guenther, U. S. Consul at Frankfort, says: ‘“Ex- 
periments are now being made by Siemens & Halske, of 
Berlin, with electric trains having a speed of 125 miles 
an hour. The main object of these experiments is the 
improvement of the wheels, necessary on account of the 
greatly increased rotation. These experiments, it is 
now stated, have demonstrated that a speed of at least 
125 miles per hour can be. attained without difficulty. 
A pamphlet issued by the Privy Councilors of Engineer- 
ing—Messrs. Philippi and Griebel—states that with such 
great speed surface crossing is out of the question; rail- 
roads, streets, passages, and canals must be crossed either 
by bridges or tunnels. The quick succession of trains 
(intervals of six minutes) makes it imperative that the 
tracks must be kept clear at all times while being oper- 
ated. Neither the public nor employees can be permitted 
to enter upon them. For this reason, the three-track 
system must be adopted and switches are to be avoided. 

“The plan for this rapid electric road between Berlin 
and Hamburg is as follows: The road will run between a 
point immediately adjoining the city of Berlin and one 
adjoining the city of Hamburg. The total length of the 
line will be about 156 miles. The subways and elevated 
tracks are already projected for the whole line. The esti- 
mated cost, according to Messrs. Philippi and Griebel, 
is $33,000,000.” 


New Railroads in the Ural. 

Compared with the extensive mining operations in the 
Ural, the transport accommodations have been very in- 
adequate. The railroads in the mining district have a 
total length of only 207 miles. Preliminary surveys are 
heing made for new railroads which will bring the total 
length up to 1,188 miles. 


Remarkable Juggling. 

Harris Bartlett, an engineer, tells of a strange occur- 
rence on the Erie Railroad while making a recent trip 
from Buffalo to Jamestown. It was after dark and the train 
was running at full speed when suddenly the headlight 
went out. At the same time the engine began to pound, 
and it was discovered that the key to one of the driving 
rods had fallen out. The train was brought to a stop and 
while Mr. Bartlett was examining the breakdown the 
fireman endeavored to hang a lantern in place of the 
headlight. Not being able to make the lantern stay in 
place he examined the headlight and found the missing 
key, an iron about 12 in. long, lodged in the headlight 
ease. The iron was undoubtedly thrown into the air 
= while descending the train ran into it—Hornellsville 

imes. 


Improvements for the Pasig River, Manila. 

Major W. E. Craighill, Corps of Engineers, U. S. 
Army, now on duty at Manila, Philippine Islands, is 
preparing plans for the improvement of the Pasig River 
at Manila, for which arrangements will be made by the 
Division of Insular Affairs of the War Department. It 
is proposed to dredge the river to a depth of 18 ft.. so 
that vessels can load and unload in the river instead of 
by lighters, as at present, and it is estimated that the 
dredging of 825,000 cu. ft. of mud, sand and shells will 
be required. 
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Contract for Montevideo Port Works. 

The Department of State has received from Minister 
Finch, of Montevideo, under date of January 30, 1901, 
copy and translation of the contract for the improve- 
ments of the port at that city. The papers are filed for 
reference in the Department. 


The Lackawanna’s New Bridge at Newark, N. J. 

The new draw of the Lackawanna R. R. bridge over 
the Passaic River at Newark, N. J., was floated into 
place on Sunday, April 21. The bridge, which was built 
with a view to the elevation of tracks, has two decks, 
the lower for trains into the freight yard, and the upper 
deck for through trains when the tracks are elevated. 


Naval Station in the Philippines. 

Congress will be asked next winter to provide money 
for a complete naval station at Olongapo, Subig Bay, 
Luzon, Philippine Islands. A dry dock to cost $1,000,000, 
and shops and tools to cost $4,000,000, are needed, and a 
board, composed of Rear Admiral H. C. Taylor and Civil 
Engineers Wolcott and Menocal, has been appointed to 
prepare plans and estimates. 


Dutch East Indies Tariff. 

Consul Hill, at Amsterdam, reports the new tariff on 
machinery in the Dutch East Indies. The rates are: 
Factory and steam engines, machinery, machines and 
tools for agricultural, factory and steam purposes, min- 
ing and trades, and parts thereof, if considered so by the 
customshouse officers, free. Iron, ironware, cast, wrought, 
milled or forged, not separately specified, 10 per cent. 
ad valorem. 


LOCOMOTIVE BUILDING. 


The Chicago & Southeastern is reported in the market 
for six or eight locomotives. 

The Minneapolis, St. Paul & Sault Ste. Marie is having 
three engines built by the Schenectady Locomotive Works. 

The Tionesta Valley has ordered one engine from the 
Brooks Locomotive Works. 
_ The Georgia Pine has ordered one engine from the 
Baldwin Locomotive Works. 

The Quebec Southern has ordered one engine from the 
3aldwin Locomotive Works. 

The Chicago Junction has ordered two engines from the 
Schenectady Locomotive Works. 

The Union is having two engines built by the ‘Pitts- 
burgh Locomotive & Car Works. 

The Buffalo, Rochester & Pittsburgh las ordered two 
engines from the Baldwin Locomotive Works. 

The St. Lawrence & Adirondack has ordered three en- 
gines from the Schenectady Locomotive Works. 

The New Zealand Government Railroads have ordered 
one engine from the Richmond Locomotive Works. 

The Southern Pacific has ordered 103 Vauclain com- 
pound locomotives from the Baldwin Locomotive Works. 

The Pere Marquette has ordered one passenger and 
nine freight engines from the Brooks Locomotive Works. 

The Central of Georgia has ordered five consolidation 
engines from the Cooke Locomotive & Machine Works. 


CAR BUILDING. 


The Southern is asking bids on 100 more box cars. 

The Central of Georgia will build at its own shops 300 
box cars. 

The Norfolk & Western is building 500 box cars at its 
Roanoke shops. 

The Canadian Pacific is practically rebuilding 800 box 
cars at its shops. 

The Chicago, Milwaukee & St. Paul will build 1,000 box 
cars at its own shops. 

The Minneapolis, St. Paul & Sault Ste. Marie is in the 
market for 300 box cars. 

The Southern Pacific has ordered 101 ballast cars from 
the Rodger Ballast Car Co. 

The Pere Marquette has ordered 800 cars from the 
American Car & Foundry Co. 

The Northern Pacific is reported in the market for a 
large number of passenger cars. 

_ The Chicago & Alton has ordered 10 furniture cars 
from the Pressed Steel Car Co. 

The Mobile, Jackson & Kansas City is reported in the 
market for passenger equipment. 

The Quincy Mining Co. has ordered four flat cars from 
the American Car & Foundry Co. 

The Lake Superior & Ishpeming has ordered 25 box 
cars from the Pressed Steel Car Co. 

The Pittsburgh & Buffalo Coal Co. hes ordered 150 coal 
cars from the Barney & Smith Car Co. 

The Central Vermont-is in the market for 50 double- 
hopper coal cars of 80,000 Ibs. capacity. 

The Southern Missouri & Arkansas has ordered 10 cars 
from the American Car & Foundry Company. 

The Morenci Southern has ordered six hopper-bottom 
steel cars from the Sterlingworth Railway Supply Co. 

The Cudahy Packing Co, is reported to have ordered 
215 refrigerator cars from the American Car & Foundry 
Company. 

The Cincinnati, Richmond & Muncie order for 100 box 
cars of 60,000 Ibs capacity, with the Laconia Car Co., re- 
ferred to March 1, calls for April and May delivery. They 
are 34 ft. long and 8 ft. 4 in. wide, inside, and 13 ft. 74 
in. high over all. The special equipment includes Sterling- 
worth brake-beams, Westinghouse air-brakes, National 
couplers, Kanaley door fastenings, Drake & Weir roofs 
and Scott springs. 

BRIDGE BUILDING. 

ALBANY, N. Y.—A bill has been introduced in the 
Legislature to incorporate the Albany & Rensselaer 
Bridge Co., with a capital stock of $250,000, to build a 
toll bridge over the Hudson from Broadway, near Wilson 
street, Albany, to near Catharine street in Rensselaer. 
Wm. C. Roberts and Chas. F. Ainsworth are incorpor- 
ators. 

’ BALTIMORE, Mp.—The contract for rebuilding all the 
light bridges on the Baltimore & Cumberland Valley line 
of the Western Maryland is let to the American Bridge Co, 

BancGor, ME.—Reports say that the contract will be 
let at once for the deck plate girder bridge over Ken- 
duskeag River at Franklin street. F. L. Marston, City 
Engineer. 
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BATESVILLE, Miss.—Bids are wanted, June 3, on the 
plans made by the Converse Bridge Co., for a bridge at 
Batesville, which will cost about $8,000, Address 't. I. 
O' Bryant, Clerk 

Bay Civy, Micu.—-A bill is before the Legislature for 
a bridge across the Kawkawlin River. 

Benwoop, W. VA.—It has been decided that the bridge 
proposed over the Ohio by the ellaire, Benwood & 
Wheeling Bridge Co. is to have a main span of 7U0 ft. 
(April vo, p. 2435.) 

BETHLEHEM, PA.— The joint Boards of Commissioners of 
Northampton and Lehigh Counties have decided to build 
a new bridge over the Monocacy River from Main street, 
replacing the structure washed away early in March. 
The new bridge will have a 40-ft. roadway, two 8-ft. side- 
walks, the main span being SU ft. 


BLACKSBURG, S. C.—A bridge on the South Carolina 
& Georgia over a fork of the Catawba River, which was 
weakened by high water, collapsed on April 21, under 
the weight of a iocomotive. 

Boston, MAss.—Bids are wanted, April 36, for a 
bridge at Southampton street over the New York, New 
Haven & Hartford . R. tracks. Address Wm. Jackson, 
City Engineer. 

BOWLING GREEN, Ky.—VDlans are being made and it is 
stated that the contract will be let at once for an iron 
bridge to cross Drake Creek, 

The County Commissioners are considering building a 
bridge over the Portage River at the Wood County >Re 
Sandusky line. 

, Brick, Outo.—The County Engineer is making plans 
for a bridge over Black Lick on the county line east of 
Brice. It will cost about $15,000. 

BrookiNnGs, S. Dak.—Bids are wanted, May 15, for 
four steel county bridges. Address the County Clerk of 
Brookings County. 

BuckKINGHAM C, IL, Va.—Judge John R. Moss will 
receive bids, until May 15, for a steel bridge over Hunt’s 
Creek. The county will furnish the foundations. Ad- 
dress Wm. VPeile, Road Engineer, for plans and _ specifi- 
cations, 

CLEVELAND, Outo.—The Director of Public Works is 
authorized to make plans for a viaduct over Kingsbury 
Run on Tod street, from Francis street to Kinsman 
street. It will be about 780 ft, long, have 40-ft. roadway 
and two sidewalks of 8 ft. each and cost about $150,000. 

CALHOUN, GA.—Bids are wanted, until June 5, for a 
stec] bridge over Coosawattee River, near Fork Ferry. 

Harbin, Clerk of the County Board of Commis- 
sioners. 

CARBONDALE, PA.—The King Bridge Company, of 
Cleveland, Ohio, announce that they have a contract 
from the Lackawanna & Wyoming Valley Rapid Transit 
Company for approximately 6,000 tons of bridge work on 
the line of their road, from Carbondale, Pa., to Wilkes- 
barre, Pa. This road is to be double-track, and the 
bridges are designed to carry heavy rolling stock. 

CARROLLTON, Mo.—Bids are wanted, May 7, for five 
county bridges. The plans are on file with the County 
Clerk. Silas Ballard, Bridge Commissioner. 

CLARKSDALE, Miss.—Bids are wanted, June 3, with 
plans and specifications, for a steel bridge over Sunflower 
River at either Second or 'third streets, Clarksdale. The 
length will be between 400 and 500 ft., and the structure 
is to have a roadway 16 ft. wide and a footway of 4 ft. 
Address M. J. Bouldin, Chancery Clerk. (April 19, 
p. 274.) 

CONNELLSVILLE, PA.—-L. F’. Ruth, Rockwell Marietta, 
E. K. Dick and others propose to build a bridge over the 
Youghiogheny River between Connellsville and New 
Haven. ‘The Connellsville end will be on Green street. 

Cuicago, Inu.—The Chicago, Milwaukee & St. Paul 
lias accepted the West Park Board’s Kinzie street ordi- 
nance for the elevation of tracks. The ordinance calls 
for the expenditure of about $126,000. 

DALLAS, 'TexAs.—The Northern Texas Traction Co. 
will need a steel bridge of about 150 ft. over Trinity River 
at Dallas. Geo. T. ‘Bishop, President, 459 The Arcade, 
Cleveland, Ohio. 

Decatur, ALA.—The Louisville & Nashville will build 
an underground crossing on Moulton street. 

DeLteui, INp.—The “Monon” R, R. will build a bridge 
this summer, according to report, over Tippecanoe River 
at Tioga. 

DouaLas, Wis.—We are told that two bridges will be 
built by Bennett County, one over the Claw River and 
the other over Yellow River, each to be 150 ft. Address 
A. C. Webster, County Surveyor, Douglas. 

DuBUQUE, lowA.—A report says that bids will soon 
be wanted for the substructure of the bridge over the 
Mississippi River proposed by the Dubuque & Wisconsin 
Bridge Co. Contre wt for the superstructure is let. 
(April 12, p. 257.) 

bik River, MInN.—We are told that a bridge to cost 
about $20,000 is proposed over the Mississippi River but 
will not be authorized this year. 

Korr TLuntrer, N. Y¥.—The Board of Supervisors of 
Montgomery County has voted to build a bridge across 
the Mohawk River at Fort Hunter, in the towns of Mo- 
hawk and Florida. 

FRANKLIN, PA.-—The County Commissioners have de- 
cided to build, at once, a bridge over French Creek at 
Thirteenth street. 

GLENOLDEN, PA.— ‘The Council is considering a bridge 
at Ashland avenue over the Philadelphia, Wilmington & 
Baltimere tracks, at a cost of $80,000. 

Gray's Point, Mo.—We are told that soundings are 
being made in the Mississippi, River at this place and 
other preliminary matter is being done for the proposed 
bridge over the river by the Southern Illinois & Missouri 
Bridge Co. No permanent chief engineer has yet been 
appointed. C. G. Warner, of the Missouri Pacific, is 
President of the Company. (Construction Supplement, 
March 8, 1901.) 

GREENSBURG, Ky.—Green County will build two 
bridges over Green River at a cost not to exceed $10,000. 

IKANSAS Crry, Mo.—The Winner bridge over the Mis- 
souri River, which simpiy consists of the substructure 
without the superstructure, was sold to Theodore C. 
Bates, of Worcester, Mass., at public auction on April 
IS. Steps will be taken at once to finish the bridge, 

LOCKLAND, Onio.—-The Hamilton County Commis- 
sioners will issue $10,000 of bonds for a new bridge over 
Mill Creek, connecting Davis street, Lockland, with 
Clark street, Reading. (Construction Supplement, March 
8, 1901.) 


Lyncubure, TENN.—A committee has been appointed 


to secure bids for a steel or stone bridge over East Mul- 
berry Creek. 'T. D. Blythe is a member of the committee. 
MANHATIAN, KAn.—Two bridges, according to report, 
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are proposed over the Kansas River, one at ee and the 
other near Manhattan, each to cost about $12,000. 

MARIETTA, Oui0.—According to report, the Pennsyl- 
vania R. R. has bought the franchise of the Ohio River 
Bridge & Kerry Co., which proposes to bridge the Ohio 
River from Marietta to Williamstown, W. Va. (April 
19, p. 274.) 

MIDDLEFIELD, MAss.—A stone bridge with a span of 
about 30 or 40 ft., on the Boston & Albany at this 
place, was washed away during high water in the early 
part of the week. 

MILWAUKEE, Wis.—The Minneapolis, St. Paul & Sault 
Ste. Marie, according to report, will replace many wooden 
bridges with steel structures this year. 

Mopesto, CaLt.—The County Board of Supervisors are 
considering’ a petition for a bridge over the Tuolumne 
near old ‘Cuolumne City. 

MONTREAL, QUE.—The Montreal Bridge Co. has been 
organized, according to report, to build a railroad bridge 
over the St. Lawrence River at Montreal. Henry Hogan 
is President; Percival Clement, President of the Rutland 
R. R., is Vice-President, and the directors include Dr. 
W. S. Webb, Hiram Steele, J. R. Thibeaudeau, T. 
Berthaum, R. Bickerdike and the Mayor of Montreal. It 
is said the Rutland R. R. will use the _ when fin- 
ished. ‘he estimated cest is about $6,000,000 

New Castle, Inp.—The County Crsesieiioeens will 
let a contract, on May 7, ‘os seven emall stecl bridzes 
Wm. D. Pierce, Chairmin ot the Commissioness. 

NEw CASTLE, Pa.—The Department of Highways is 
considering a viaduct over Shenango River, replacing the 
county bridge at Seventh avenue, at a cost of about 
$85,000. 

New York, N. Y.—The following are the bids received 
on the second opening by the Bridge Commissioner on 
April 22, for building wt Brooklyn tower foundation for 
Kast River Bridge No. 


John C. Rodgers, Park aoe MS RELOMR oie 6:0 0's a 5: ele 0 50¥ $471,757 
Lieumann & Gahagan, 140 Nassau Street........... 552,000 
Norton & Kirk, 215 West 125th street....:......... 638,500 
Williams & Gerstle, 347 East 44th street............ 544,452 
United Engineering & Contracting Co., Park Row 
tT Ae Air shoe Eeer no Pe a are Pare ee ewes ork 5 

McMullen & McBean, Park Row Building. 
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The work was described March 1, p. 1388. Mr. a 
got the contract. 

The Assembly has passed the bill for the condemnation 
of property at the Manhattan approach of the New York 
& Brooklyn bridge, to enlarge the terminal facilities. 

The Municipal Council has adopted a resolution ap- 
propriating $550,000 for the pier foundations of East 
River Bridge No. 4, known as the Blackwell’s Island 
bridge. 

Norrotk, VA.—The Southern Branch Drawbridge Co. 
has let a contract to the Virginia Bridge & Iron Co. for 
its bridge over the Southern Branch of Elizabeth River. 
(April 12, p. 257.) 

PHILADELPHIA, Pa.—A bill has been introduced in the 
Councils to appropriate $20,000 for rebuilding and widen- 
ing the bridge on the line of Frankford avenue over Pog- 
nessing Creek. 

The Bureau of Highways will meet the county officers 
to decide for a new bridge on the county line at Torres- 
dale, on the Bristol & Frankford Turnpike. 

PiLatrrssure, N. Y.—The bridge’ on Moffat road has 
been washed away and the bridge over Dead Creek is 
condemned. Address the County Engineer. 

Ponca, OKLA 'I'.—The City Engineer is reported mak- 
ing plans for a bridge over Arkansas River at a cost of 
$4,000. Bids are wanted at once. 

Ponp CREEK, OKLA. T.—The Grant County Commis- 
sioners want bids on May 6, at the Clerk’s office, for two 
bridges over Salt Fork River and for several smaller 
bridges. 

IticuMoNnpD, INp.—The County Commissioners, accord- 
ing to report, will receive new bids in place of bids for a 
bridge recently rejected. 

SaBULA, lowa.-—We are told that there is no truth in 
the report that the Chicago, Milwaukee & St. Paul will 
build a bridge over the Mississippi River at this place. 

St. Pau, Minn.—WSeventy-two stone culverts and 
bridges will be built by the Chicago Great Western be- 
tween Mankato and Faribault this summer. 

Sr. JoserH, Mo.—The City Council will receive bids 
until 2 p. m., May 7, for supplying the material and build- 
ing a steel viaduct. including superstructure, over the 
ravine on Michigan street. It will be a deck truss struc- 
ture 400 ft. long, with 20-ft. roadway and one 6-ft. side- 
walk, the extreme height being 47 ft. It must sustain a 
load of 25 tons on 7-ft. wheel base, oak floor. Bidders 
are to supply their own plans and specifications. The 
estimated cost is between $10,000 and $11,000. Edward 
D. McConnell is chairman of the viaduct committee. C. 
S. Rigby is City Engineer. 

SEATTLE, WASH.—A bridge is proposed over Lewis 
River near Woodhood, according to report. 

SOMERVILLE, MAss.—City Engineer Ernest W. Bailey 
reports to the Board of 'Trade that the best way of elim- 
inating the grade crossings in Somerville is to depress 
the railroad tracks and build bridges at the street cross- 
ings. 

SPRINGFIEL p, Mo.—It is said that bids are wanted, on 
May 7, for a number of subways. Address J. A. White. 
S. Rigby is City Engineer, 

SPENCER, 'TENN.—The city is considering building a 
&6,500 steel bridge over Caney Fork River. 

STERLING, ILL.—It is stated that a $15,000 bridge will 
be built over the river on the site of the proposed Goy- 
ernment dam. 

Syracuse, N. Y.—Chas. A, Sweet, City Engineer, is 
making plans for remodeling the Belden avenue bridge 
at a cost of about $7,000. 

TACOMA, Wasu.—The City submitted plans to the 
Secretary of War for the proposed bridge over the Puy- 
allup River at the foot of St. Paul avenue. (Construction 
Supplement, March 8, 1901.) 

TopeKA, Kan.—The Atchison, Topeka & Santa Fe 
estimates for bridges this year is $350,999. 

Unton, S. C.—The County Supervisors are consider- 
ing building a steel bridge at Minter’s Crossing. 

Union, Mo.—The St. Louis, Kansas City & Colorado 
Re BR. is ‘receiving bids, until May 10, for new work, for 
which separate bids will be received for the bridging and 
masonry. Address H. L. Marvin, Chief Engineer, 
Union, Mo. 

VINCENNES, IND.—Proposals will be received by the 
Board of County Commissioners of Knox County, at the 
County <Auditor’s office until 2 p. m., May 13, for 16 
steel highway bridges, aggregate length of 692 ft. Steel 
joists for 58- ft. bridge stone abutments for 120 ft. bridge. 
Fred Samonial, President; James D. Williams, County 
Auditor ; ; J. S. Spiker, Engineer. 


Wasuineton, D. C.—The Baltimore & Potomac Rail- 
road has submitted to the Secretary of War its plans for 
a bridge across the Potomac River to replace the present 
Long bridge. ‘The plans provide for a steel truss draw- 
bridge 214 ft. above mean low water, and with 13 piers. 
It is to have a swing draw, which, when open, will leave 
a channel 100 ft. on each side of the center pier. Borings 
made below the site of the draw show rock at a depth of 
over 100 ft. below mean low water. Four other borings 
were made from the Virginia side to the reclaimed flats, 
none of which reached rock. The plans, which must be 
approved by the Secretary of War, have been referred to 
the Board appointed to make plans for the new highway 
bridge 500 ft. above the railroad bridge. As the two new 
bridges are to be so close together it is desirable to have 
them of equal height with draws of the same style, and 
some desire has been shown that they should accord 
architecturally. 

WILLIAMSpPoRT, INv.—The County Commissioners 
want bids on May 7 for highway bridges as follows: One 
60-ft. riveted truss bridge; one 33-ft. I-beam_ bridge; 
three 30-ft. I-beam bridges; one 20-ft. I-beam bridge. Mor- 
ton C. Andrews, Engineer. 

Wiemineton,’ N. C.—The Board of Aldermen are peti- 
tioned to build a bridge over the railroad tracks on Fifth 
street. 

YOUNGSTOWN, Onto.—Bids are wanted, May 11, for 
the stone work on the McGuffey street bridge over the 
Lake Shore & Michigan Southern and the Erie tracks. 
The bridge is to be an iron structure 200 ft. long and 
36 ft. wide, the total estimated cost being $55,000. W. 
R, Leonard, County Auditor. 


Other Structures. 


Apert LEA, Minn.—The Burlington, Cedar Rapids 
& Northern, we are told, expects to build at Albert Lea 
a passenger "depot, a freight depot and a roundhouse. The 
passenger depot will be 167 ft. 6 in. long, with an aver- 
age width of 27 ft.; will be one story high, built of brick 
and cut stone and located at the foot of William street, 
and cost approximately $15,000. The freight house will 
be a frame structure 26 x 120 ft., one story high. The 
roundhouse will be of brick and have 10 stalls and be 75 
ft. deep. The contracts for all of these buildings have 
been let. 


Bityrncsport, N. J.—It is reported that Henry C. 
Frick, former Chairman of the Carnegie Steel Co.; An- 
drew W. Mellon, of Pittsburgh; Henry G. Morse, Presi- 
dent of the New York Shipbuilding Co., of Camden, N. J., 
and others, intend to build a steel forging plant at Bill- 
ingsport, N. J., on the Delaware River, about 10 miles 
below Philadelphia. It is said that plans are being made 
by John A. Potter, former Superintendent of the Home- 
stead Steel Works. 


CuicaGgo, ILL.—Plans have been made, according to 
report, for a new union depot at Archer avenue and Hal- 
stead street, to be built in connection with elevation of 
tracks between Highteenth street and Ashland avenue. 


Councit Biurrs, IlowA.—The sheds, machine shops 
and storehouse of the Union Pacific, near the transfer 
depot, were destroyed by fire April 17. They will be 
rebuilt at once. 

DENVER, CoLto.—The Colorado Fuel & Iron Co. has 
made an appropriation of $3,000,000 for further improve- 
ments and extensions to the plants at Pueblo. The com- 
pany has recently bought 250,000 acres of coal and timber 
land. 


Fort Dopce, IowA.—The Lllinois Central is having 
plans made for a new brick freight depot; also for a pas- 
senger station. 

Futon, Va.—The Chesapeake & Ohio will build a 
large roundhouse and new yards at Fulton, about two 
miles southeast of Richmond. 

GREENVILLE, PA.—The Bessemer & Lake Hrie, formerly 
the Pittsburgh, Bessemer & Lake Erie, proposes to enlarge 
the shops at Greenville. A new passenger station will 
also be built in Greenville. 

JACKSON, Micu.—Improvements to cost about $150,- 
000 are reported proposed by the Michigan Central at the 
shops in Jackson. It is proposed to install a central 
power, heating and lighting plant and drive the machinery 
of the several shops by electric motors. A new erecting 
shop is contemplated. 

Kansas City, Mo.—The Metropolitan Street Ry. Co. 

has bought land in the east suburbs where new car shops 
will be built and equipped at a cost of about $150,000. 
The saitamtnigell proposes to build its own cars. 
The Louisville & Nashville is pre- 
paring to remove its repair, car and paint shops to South 
Louisville, where 200 acres of land was recently bought. 
Between $800,000 and $900,000 will be spent on im- 
provements. 

Marion, Ounto.—Ground has been broken for the new 
station at Marion to be used jointly by the Big Four, 
Hocking Valley and the Short Line. 

MECHANICSVILLE, N. Y.—W. C. Edwards, of West 
Chelmsford, Mass., has the contract for the new machine 
shop of the Boston & Maine at Mechanicsville at about 
$12,000. The building is T8 x 275 ft 

New Lonpon, Conn.—The Consolidated Road pro- 
poses to build a large freight house in New London. 

New York, N. Y—The Brooklyn Rapid Transit Co. 
will build new car barns on Bergen Farm on the Flat- 
bush avenue line, to replace the barns burned several 
weeks ago. ‘The new car sheds are to be of steel con- 
struction and cost about $100,000. 

Norwalk, Onto.—The Wheeling & Lake Erie pro 
poses to build new shops at Norwalk. 

Rocuester, N. Y.—The New York Central & Hudson 
River R. R. car shops, in East Rochester, were destroyed 
by fire which broke out at midnight of April 17. In addi 
tion to the seven buildings composing the works, 50 freight 
cars were destroyed. For several weeks the car shops 
have been idle because of a strike. When the strike was 
declared an officer of the company was reported as saying 
that the shops would be closed and the work transferred 
to Buffalo and West Albany. 

Sv. James, LA.—The Texas & Pacific station was de- 
stroyed by fire April 12. ~ 

Sr, Louis, Mo.—The Southern Ry, is reported to have 
bought land north of the Merchants’ bridge, where repal' 
shops will be built; also a coaling station. 

Sr. Paut, Minn.—Improvements to cost about $175,- 
000 will be made at the Como car shops of the Northern 
Pacific. 

The Wisconsin Central will build a new freight depot 
adjoining the Union station at the foot of Thirc street 

San FRANcIsco, CaAL.—We are told that there is no 
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truth in the report that the Southern Pacific will rebuild 
the passenger stations on its lines in Southern California. 


SEATTLE, WasH.—According to report, the new sta- 
tion proposed by the Great Northern will be built as soon 
as the details are arranged. 

SPRINGFIELD, ILL.—It is reported that the Chicago & 
Alton contemplates making extensive improvements in 
Springfield. A new roundhouse will be built. 


STRUTHERS, On10.—Announcement was made from 
Youngstown, ‘Ohio, last week that the Rolled Steel Car 
Co., of Pittsburgh, had secured options on a large tract 
of land at Struthers, Ohio. four miles east of Youngs- 
town, where a plant will be built to make steel cars. 


‘TOLEDO, Onto.—It is reported that the Pennsylvania 
Co. is planning to build car shops at a place midway be- 
tween East Toledo and Walbridge, about six miles from 
Toledo. 

WASHINGTON, D. C.—The Merchants’ Parcel Delivery 
Co. will build an eight-story fire-proof storage warehouse, 
45 x 187 ft., at 929-931 D street N. W., to-cover 12,000 
sq. ft. of ground, and for which contract has been let to 
the George A. Fuller Company, of New York and Chicago. 


WASHINGTON, Pa.—W. Jessops & Sons, Ltd., steel 
manufacturers of Sheffield, Eng., are reported to have 
bought land at W. ashington, Pa., for an American plant. 

WILMINGTON, DeEL.—Plans are reported made for the 
new shops of the Philadelphia, Wilmington & Baltimore 
at Todd’s Cut, Del. The roundhouse will be removed to 
a new location. 


MEETINGS AND ANNOUNCEMENTS. 


(For dates of conventions and regular meetings 
of railroad associations and engineering 
societies see advertising page xviii.) 


Franklin Institute. 


On Wednesday, April -17, a paper was read | on The 
Taylor-White Process of Treating Tool Steel, and its In- 
fluence on the Mechanic Arts, by Mr. Chas. Day, Link- 
Belt Engineering Company. 


International Mining Congress. 


The fourth annual session of the International Mining 
Congress will assemble July 23, 1901, in the Columbia 
Theater, Boise City, Idaho, and continue thereafter at 
the pleasure of the Congress, during the 24th and 25th. 


Western Railway Club. 


A meeting of the Western Railway Club was held Tues- 
day afternoon, April 16, at the Auditorium Hotel, Chi- 
cago. The whole time was taken up with a discussion of 
the revision of the Rules of Interchange for passenger and 
freight cars, so that the discussion of the paper on center- 
plate friction, by Mr. W. C. Squire, was postponed until 
the May meeting. An abstract of Mr. Squire’s paper 
was printed in our issue of April 19. 


Society for the Promotion of Engineering Education. 


The ninth annual meeting of the gta will be held 
June 29, July 1 and 2, at Buffalo, The sessions 
will be held in the lecture room ot the Buffalo Law 
School, 933 Ellicott Square. These dates immediately 
follow those of the convention of the American Society 
of Civil Engineers at Niagara Falls. The Engineers’ 
Society of Western New York has kindly offered the use 
of its rooms, which are at No. 975 on the same floor of 
this building. Mail addressed to the care of that So- 
ciety will be cared for, and information will be furnished 
regarding the Exposition and other points of interest in 
the city and vicinity. The headquarters of the Exposi- 
tion, telegraph office, telephone station, restaurant, etc., 
are also in the same building. The Hotel Iroquois has 
been chosen as headquarters. 


Engineers’ Club of St. Louis. 


The 525th meeting was held at 1600 Locust street, 
April 17, President Spencer presiding. The subject of the 
evening was, “Some Notes on Roofs and Roofing Ma- 
terials.” Mr. Wheeler divided roofing into four great 
classes, viz., Felts, Woods, Metals and Silicates. The 
felts were divided into tarred felts, gravel, ready rock and 
rubberoid. The woods were divided into boards, slabs and 
shingles. The metals into corrugated iron, tin, lead and 
copper. The silicates were divided into mud, slate and 
tiles. The advantages and disadvantages of "each kind, 
when laid in flat or pitch roofs or both, together with costs 
and weights per square, and durability were discussed. 

he costs given did not include that of supporting ma- 
terial. There were also presented a number of samples 
of shingle and interlocking tiles, and also a number of 
illustrations showing tile roofs. 


The National Academy of Sciences. 


The annual meeting of the Academy was held at the 
National Museum at Washington, April 16-19. The first 
business meeting was called to order by Mr. Asaph Hall, 
Acting President. Prof. Langley made the address of 
welcome. Among those present were: Cleveland Abbe, 
Alexander Agassiz, Henry P. Bowditch, Asaph Hall, 
T. C. Mendenhall, Edward S. Morse, Ira Remsen, Simon 
Newcomb and Gen. Henry L. Abbott. The Committee 
on the Draper Medal reported that it should be conferred 
upon Sir William Huggins, of London, for his researches 
in Astro-Physics. The report was adopted. Others who 
have received this medal are: Samuel P. Langley, Edward 
C. Pickering, N. C. Vogel, James E. Keeler and the late 
Henry A, Rowland. At its second business meeting, on 
April a the Academy elected the following officers: 
President, Alexander Agassiz; Foreign Secretary, Ira 
Remsen; Home Secretary, A. Hague; Additional Mem- 
bers of the Council, J. S. Billings, H. P. Bowditch, G. P. 
Brush, A. Hague, Simon Newcomb and S. P. Langley. 


Car Foremen’s Association, Chicago. 


The regular meeting of the Car Foremen’s Associa- 
tion of Chicago was held in Room 209_ Masonic Temple, 
Wednesday evening, April 10. About 75 members were 
present. The entire evening was devoted to the discussion 
of this question, “What is the proper method of pro- 
cedure, both as to repairs and bill, in the following case?” 
A car owner finds one of its cars with a wrong pocket 
and wrong draft spring; the car bearing a repair card 
reading “One Gould coupler broken.” The owners pro- 
cure a joint evidence card reading “One wrong drawbar 
pocket 4 x 4 x 10 in. should be 1 x 4 x 10%, in.; one 
7-in. drawbar spring should be 8-in. Wrong attachments 
were on the coupler covered by the repair card.” It was 
decided that the proper method was to procure a joint 
evidence card from the delivering line and then endeavor 
to locate the party making the wrong repairs. In this 
case the evidence was sufficiently strong to hold the party 
whose repair card was on the car for the Gould coupler 
responsible for the wrong pocket and spring. The parties 
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applying the Gould coupler claim to have used a pocket 
of the same dimensions as the one on the coupler removed 
and that they used the same spring. It was held, how- 
ever, that they should have applied proper packet and 
spring and billed the owner for them, furnishing the 
owner a statement of the facts in the case to enable him to 
locate the party making the wrong repairs, and that fail- 
ing to do this they become responsible. It was further 
decided that in all cases where wrong parts are found 
adjacent to those that are being repaired, they should be 
made proper at the expense of the owner. 





PERSONAL. 





(For other personal mention see Hlections and 
Appointments.) 


—Mr., J. McKinney has been appointed a member of 
the Illinois Railroad and Warehouse Commission, suc- 
ceeding Mr. J. E. Bidwill. 

—Mr. C. R. Nedrow, ow peaietoneont of the 
Missouri Pacific, was born Nov. 30, 1865, and began his 
railroad career with this ae as assistant station 
agent in 1885, rising through the positions of train 
despatcher, chief train despatcher, finally becoming Divi- 
sion Superintendent. 

—Mr. George Coppell, Chairman of the Board of the 
Wisconsin Central, also of the Denver & Rio Grande 
and prominent in other corporations, died April 19 at his 
home in New York city. Mr. Coppell was born in Eng- 
land, and came to the United States when quite young. 
He was senior member of the firm of Maitland, Cop- 
pell & Co., of New York. 

—Capt. Chester Harding, Corps of Engineers, U. 8. 
Army, now on duty at Grand Rapids, Mich., in charge of 
river and harbor improvements in Indiana and Michigan, 
has been ordered to Washington, D. C., as Assistant to the 
Engineer Commissioner of the District. Capt. Charles 
Keller, Corps of Engineers, U. S. Army, has been ordered 
to Grand Rapids, to relieve Capt. Harding. 

—Mr. John F. Kidder, President and General Manager 
of the Nevada County Narrow Gage, died Apri] 10. Mr. 
Ixkidder was born July 2 2, 1830, in New York city, and be- 
gan his railroad career on the Sy racuse & Utica in 1849 
as Assistant Engineer. In 1875 Mr. Kidder became 
Chief Engineer and General Superintendent of the Ne- 
vada County Narrow Gage, becoming the President and 
General Manager in 1884. 

—Mr. James CG. Hain, Engineer of Permanent Construc- 
tion of the Chicago, Milwaukee & St. Paul, was born in 
1870 and was graduated from the University of Wis- 
consin_in 1893. He entered the service of this company 
in 1895 in the Bridge and Building Department and after- 
ward became Assistant Engineer on important improve- 
ment work, including an ore dock at Escanaba, Mich., 
costing over $350,000. Mr. Hain was elected Jun. Am. 
Soc. of C. E., on May 31, 1898. 

—Mr. H. H. Knowlton, who, on April 1, became En- 
gineer of Maintenance of Way of the Cairo Division of 
the Cleveland, Cincinnati, Chicago & St. Louis, was 
born Noy. 12, 1872. He entered the service of the 
Pennsylvania Company as clerk in 1888, resigning in 
1892 to enter Purdue University. After graduating in 
1895 he again entered the Pennsylvania Company (Pitts- 
burgh, Cincinnati, Chicago & St. Louis) as assistant on 
engineer corps. He left this company in 1898 to be- 
come Engineer in charge on special construction on the 
Cleveland, Cincinnati, Chicago & St. Louis, and the fol- 
lowing year was appointed Assistant Engineer at Mat- 
toon, lli., later becoming Supervisor of Track. 

—Mr. F. S. Hunt, the new Chief Engineer of the St. 
Joseph & Grand Island, was born March 22,. 1864, at 
Lowell, Mass., and was graduated from the Iowa College 
in June, 1886. The following month he became rodman 
on the Chicago Great Western and was connected with 


this company until October, 1888, becoming Resident 
Engineer. Mr. Hunt then went with the Duluth & Win- 
nipeg, first as Br idge Engineer, then as Resident Engineer, 


then again as exploring engineer, finally becoming Divi- 
sion Engineer. In August, 1890, he returned to the Chi- 
cago Great Western as Resident Engineer and in June, 
1891, was appointed Assistant Engineer, then Roadmaster 
of the Chicago Division, later becoming Division Engineer 
in full charge of all construction and maintenance of way 
work. Mr. Hunt assumed his new duties as Chief En- 
gineer of the St. Joseph & Grand Island on April 1, this 
year. 





Richard Pennefather Rothwell died at his home 
in New York City on the morning of Wednesday, April 
17. Mr. Rothweli has been one of the owners and the 
editor of the Engineering and Mining Journal since 1873 
and President of the Scientific Publishing Company since 
that company was organized. Thus, as an editor, as a 
publisher of scientific books and as the author of statisti- 
cal studies he was widely known. Furthermore, he had 
become well-known as a mining engineer before he began 
his work as an editor. He was born at Ingersoll, On- 
tario, May 1, 1837. He studied at Trinity College, To- 
ronto, and graduated in civil engineering at the Rensse- 
laer Polytechnic Institute in 1858. He then took three 
years at ‘the Imperial School of Mines at Paris and studied 
also at Freiberg. In 1864 he began work in the anthracite 
region of Pensylvania, where he remained until 1873, 
when he went to New York. In 1892 he began to publish 
“The Mineral Industry; Its Statistics, Technology and 
Trade,’ a volume of which is issued yearly. He had 
charge of the statics of gold and silver for the United 
States census of 1890. Mr. Rothwell was one of, those 
who organized, in 1871, the American Institute of Min- 
ing agora and was its President in 1882. He was a 
member of the American Society of Civil Engineers and 
of many scientific and learned societies at home and 
abroad. 


ELECTIONS AND APPOINTMENTS. 


Central of New Jersey.—J. McGie, heretofore Master 
Mechanic of the Great Northern at Great Falls, Mont., 
rg ls appointed Division Master Mechanic of the 
C. N. J., with headquarters at Elizabethport, N. J. 
Snitective May x. 

Chicago Great Western——W. B. Martin has been ap- 
pointed Assistant General Freight Agent, with head- 
quarters at St. Paul, Minn., succeeding Thos. N. 
Hooper, resigned, effective April 15. J. A. McCaskey 
has been appointed Freight Awditor, succeeding Mr. 
Martin. 

J. M. Robb, Division Master Mechanic at St. Paul, 
Minn., has resigned. 

Chicago, Rock Island & Pacific—A. J. Hitt, heretofore 
General Superintendent, has been appointed General 
Manager, with headquarters at Chicago, Ill. . W. M. 
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Hobbs, heretofore Superintendent lines east of the 
Missouri River, with headquarters at Davenport, Lowa, 
succeeds Mr. Hitt as General Superintendent at 


Chicago. 


BE rie. —-At a meeting of the Board of Directors, held Apri! 
23, E. B. Thomas was elected Chairman of the Board ; 
F. D. Underwood, heretofore Second Vice-President and 
General Manager of the Baltimore & Ohio, succeeds Mr. 
Thomas on the Erie as President. J. A. Middleton 
was elected Second Vice-President, effective May 1. J. 
W. Platten was elected ‘Treasurer and L. D. Smith, 
Assistant Secretary, effective at once. Mr. Underwood 
was also elected a Director. 

Great Northern—J. McGie, Master Mechanic at 
Falls, Mont., has resigned. (See Central of 
Jersey.) 

Gulf, Colorado & Santa Fe.—The headquarters of J. H. 
Banker, General Foreman of Bridges and Buildings 
and Water Service, have been removed from Cleburne 
to Temple, Texas. T. H. Morgan has been appointed 
General Foreman of Bridges and Buildings, at Cle- 
burne, Texas. 

Illinois Central—The divisions north of the Ohio River 
will, on May 1, be reorganized as follows: The Omaha 
Division will extend from Council Bluffs to Mona June- 
tion, in charge of G. A. Clark as Superintendent, with 
headquarters at Fort Dodge, Iowa; the Dubuque Divi- 
sion will extend from Mona Junction to the west switch 
at West Junction, Freeport (including the Albert Lea 
and Cedar Rapids Districts), in charge of F. B. Harri- 
man as Superintendent, at Dubuque, Lowa: the Free- 
port Division will extend from the west switch at West 
Junction to the west limit of Hawthorne Yard, and to 
the junction of the St. Charles Air Line; also that 
portion of the present Amboy Division between Free- 
port and the north switch at Clinton, including the 
Madison and Dodgeville Districts, in charge of H. 
Baker, Superintendent, at Freeport Ili. (». 275); the 
Springfield Division will consist of the main line from 
Gilman to East St. Louis, the Havana and Decatur 
Districts, also the present Amboy Division between the 
north switch at Clinton and Branch Junction, in charge 
of D. S. Bailey, as Superintendent, at Clinton, Ill.; the 
Rantoul Line, a portion of the Springfield Division, will 
be operated as a part of the Chicago Division, to be 
known as the Rantoul District. 

Louisville & Nashville-—C. D. Boyd has been appointed 
Assistant General Freight Agent. succeeding D. M. 
Goodwyn, promoted. Effective April 15. 

New York Central &€ Hudson River—The Freight Depart- 
ment of this company will, on May 1, be revised as fol- 
lows: Assistant Traffic Managers F, L. Pomeroy and 8S. 
Goodman will have supervision of the through and 
local traffic of the N. C. and H. R., and the West 
Shore. W. L. Kingman and Francis Labau, General 

Freight Agents, will have direct charge of the through 

I 


Great 
New 


and local traffic of the N. Y. GC. & 5 
and the West Shore and_ Walkill Valley Lines, 
respectively. George E. Terry will be Assist- 


ant General Freight Agent, F. E. Herriman will be 
General Coal Agent and J. B. Dutcher, General Live- 
stock Agent. Louis M. Allen becomes General Eastern 
Freight Agent at New York City, and E. L. Somers, 
General Western 1 Agent at Chicago, Ill., of the 
combined lines (N. Y. C. & H. R. and the West Shore) 

W. A. Wilson bec a General Canadian Freight 
Agent at Toronto. Ont., in charge of the Canadian 


traffic for the N, Y. C. & H. R. and the West Shore, 
west of Sharbot Lake, Ont., on the Canadian Pacific, 


and Kingston, Ont., on the Grand Trunk. 

Plant System.—W. R. Beauprie has been appointed Su- 
erintendent of the Fourth Division, with headquarters 
at Montgomery, Ala., succeeding S. S. Fitzsimmons, 
assigned to other duties. 

Reading.—W. R. Taylor has been elected Vice-President 
and A. H. Moore Secretary. 





St. Louis Southwestern. Lehane, General Pas- 
senger Agent, has been appointed General Freight 
Agent of the St. Louis Southwestern of Texas, with 
headquarters at Tyler, Texas, succeeding R, S. Davis, 
resigned. 

Sierra Valleys—A. Smith, General Superintendent, with 


headquarters at Clairville, Cal., 
position is abolished. 

Toledo, St. Louis & Western.—A. J. Ball, heretofore As- 
sistant Superintendent of Motive Power of the Cincin- 
nati, Hamilton & Dayton, has been appointed Superin- 
tendent of Motive Power = Equipment of the T., St. 
I. & W. Bfective May 15. 

Wheeling & Lake aden, Superintendent 
of Motive Power a Came having resigned, C. S. Morse 
has been appointed Acting General Master Mechanic, 
with headquarters at Cleveland, Ohio; J. E. O’Hearne 
becomes Master Mechanic, at Norwalk, Ohio; and 
Charles Hagen, Master Car Builder at Tronville, Onio. 


has resigned and the 











RAILROAD CONSTRUCTION. 


New Incorporations, Surveys, Etc. 


AMERICAN.—This company has been incorporated in 
Illinois, with a capital stock of $25,000, and is seeking 
franchises in Chie ago for an elevated road on the South 
— The om gee are: M. Sinclair, A. R. Whiffen, 
Chas. P. Wright, G. O. Cairnes, B. R. Shimmen. 


ARKANSAS hit CoMPANY OF St. Louts.—This 
company was incorporated in Missouri, April 18, with a 
capital stock of $400,000, to build a line from Mingo, 
Mo.. to the southern boundary of Ripley County, 36 miles, 
It is to form part of the Southern Missouri & "Arkansas, 
recently referred to. (April 19, p. 276.) 


ATCHISON, TorpEKA & SANTA FE.—An officer makes the 
following statement with reference to improvements pro- 
posed by this company : 

Our budget for 1901 called for an expenditure of $4,047,965 
to complete unfinished work carried over from last year, 
and for new work in 1901, distributed to classes of improve- 
ments as follows: 





Grading, ditching, ballasting and riprapping..... $954,581.00 
Sidings, highway crossings, frogs and switches... 356,399.00 
OME A dh wae neudl ua caedeeede Kidwenotantadaacedeed 65,230.00 
ENS cwakvid tn dd newer e Onsen aKa Ney eee ee ar eerne 350,999.00 
INGE 40d ata marae O'eca'e wh edhe gnats aad otard oe 933,802.00 
WT GNI oad. cao creme alee eeaalaedo wenwaeedede weatee 47,683.00 
OIE 6 465 42 oencaswncnncdvadalasheey 280,586.00 
Reducing grade 763,292.00 
Second track ..... 70,052.00 
Interlocking 50,000.00 
II. os tcc ccs or aes he cn aa oa adie ok et 175,341.00 


While it has not been definitely decided to undertake all 
of the work contemplated in the above estimate, the ex- 
penditure will probably very closely approach the amount 
named therein. 

; AvUGU sta UNION Sration.—Application has been made 
in Georgia to incorporate this company, with a capital 





See eee 
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stock of $75,000, to build a railroad about one-half mile 
long entirely within the city of Augusta. The principai 
office is Augusta. The incorporators are: Thos. K. Scott, 
Joseph B. Cumming, Carlton Hillyer, John Walter In- 
man, J. R. Lamar, J. ?. Doughty and W. J. Craig, Au- 
gusta; Hamilton McWhorter, Lexington; P. I. Welles, 
Columbia, S. C., and J. S, B. Thompson, Atlanta. 

ATLANTA RatLwAy & PowER.—Right of way is re- 
ported being obtained for the extension of this electric 
line from Atlanta, Ga., to Marietta, 25 miles. (Construc- 
tion Supplement, March $8, 1901.) 

ARKANSAS Roaps.—The Gifford-Frisbee Lumber Co., 
of Jamestown, N. Y., verifies the report that it is building 
a railroad from Round Pond, Ark., on the Choctaw, Okla- 
homa & Gulf, north 12144 miles into timber lands. (April 
12, p. 259.) ‘Track is now being laid and the road will 
be completed in about six weeks.  ( Official.) 

SAYFIELD & WESTERN.—An extension of 10 miles in 
Northwestern Wisconsin is to be built, according to re- 
port, to reach new timber lands. 

BELLEVILLE TERMINAL.—This company was incorpor- 
ated in [linois. April 17, with a capital stock of $50,000, 
to build a railroad from the western limits of Belleville, 
Ill., around the city, and through a number of towns in 
St. Clair County. The incorporators are: Geo. J. 
Kobusch, St. Louis; Fred Sunkel, J. M. Bramlette, Ed- 
ward Abend, Jr., and John A. Day, of Belleville. 

BIRMINGHAM & ATLANTA AIR LINE.—This company 
was incorporated in Alabama, April 28, to build a rail- 
road from Atlanta, Ga., west via Birmingham, Ala., to a 
point on the Illinois Central, at Aberdeen, Miss. The in- 
corporators are: Walker Percy, General Counsel for the 


Tennessee Coal, Iron & Railroad Co.; H. L. Badham, W. ' 


S. Lovell, H. H. Mayberry, W. H. Kettig, Thomas Worth- 
ington, and W. W. Crawford, all of Birmingham. 

BiIsMARCK, WASHBURN & GREAT FALLS.—F rank Jack- 
von, of Hastings, Minn., has taken the contract for grad- 
ing and bridge work on the extension from Wilton, N. 
Dak., northwest 17.083 miles to Washburn. 

CAL ie gg & Norrnern.—The City Council, of Eu- 
reka, Cal, has granted right of way to this company 
through that city for its proposed line from Eureka north 
0) miles, via Arcata, to Crescent City. Chas. L. Koster, 
327 Market street, San Francisco, is President. (Con- 
struction Supplement, March 8, 1901.) 

(yIcAGO, MILWAUKEE & St. Paun.—A spur _ will be 
built, according to report, to reach the brick plants of 
the lowa and the Flint brick companies, north of Des 
Moines, Towa. It will probably leave the line at Clive 
west of the city. 

The Michigan Board of Railroad Crossings has ap- 
proved the maps for an extension to Crystal Falls. 


Cuicago & NoRTHWESTERN.—The Chicago, St. Paul, 
Minneapolis & Omaha is making surveys for a_ branch 
from Rice Lake, Wis., northeast to Birch Lake, but 
nothing is determined as to building. ( Official.) 

Curcaco, Rock ISLAND & Paciric.—Flick & Johnson 
are reported to have the contract for building the cut-off 
in Jefferson County, Iowa, between Brighton and Perlee. 
(Keb, 8, p. 103.) 

CurmpewaA VALLEY & NORTHWESTERN. —This company 
has been incorporated in Wisconsin in the interest of the 
Chicago & Northwestern, with a capital stock of $50,000, 
to build a connecting line for that company from Rice 
Lake, on the Chicago, St. Paul, Minneapolis & Omaha, to 
run northeast about 100 miles to a point on the Chicago & 
Northwestern in Iron County. 

CLARION & SUMMERVILLE.—Final surveys are made for 
this line from Clarion, Pa.. to Summerville, 16 miles, and 
building is to be begun in Mav. John GC, Whitla is Pres- 
ident. and R. C. Yingling, Vice-Pr esident, both of 314 
Fourth avenue, Pittsburgh, Pa.  (¢ ‘onstruction Supple- 
ment, March 8, 1901.) 

CINCINNATI. HAMILTON & Dayton.—Decision has been 
reached as to the route of the Decatur, Indiana & West- 
ern from Decatur, TIL, west to Springfield. It is pro- 
posed to use the Illinois Central tracks from Decatur 
southwest 11 miles to Elwin, whence a line will be built 
west via Boody, Mount Auburn, Bolivia. Buckhart Fork. 
Prairie and Round Park to the city limits of Soringfield 
ond entrance to that citv will be over the tracks of the 
Illinois Central. (April 12, p. 259.) 

Crow’s Nest Souruern.—The Canadian Railway 
Committee, on April 18, passed a bill granting a charter 
to this company to build from Fernie, B. C.. in the Crow’s 
Nest coal fields south to connect with the Great Northern 
in Montana. By provision of the charter the Crow’s 
Nest Coal Co. and the railroad agree under heavy penalty 
not to sell coke or coal at prices which discriminate un- 
fairly against Canadian consumers. 


DaLTon & ALACULSY.—Application has been made in 
Georgia to incorporate this company, with a capital stock 
of $800.000, to build a railroad from Dalton, County of 
Whitfield, northeast about 56 miles through Murray 
County to Blue Ridge in Fannin County. The principal 
office is Dalton. The incorporators are: M. S. Sauires, 
Lestershire, N. Y.: D. H. Sharve, Willis Sharpe, Kilmer ; 
‘A. Wilkinson, Binghamton, N. Y.: J. H. Righter, New 
York City: F. W. Crandall. J. W. Beard and W. B. 
Foote, of Elkland, Pa.; T. R. Jones, W. C. Martin and 
W. M. Jones, of Dalton, Ga. 


DALLAS. Forr Worti & SoutHERN EvLectric.—Under 
the title of the Northern Texas Traction Co. this syndicate 
is building an electric road from Fort Worth, Tex., west 
22 miles via Handley, Arlington, Grand Prairie, Eagle 
Ford and Oak Cliff. The company owns the City Ry. 
and the Fort Worth Street Rv. of Fort Worth, which 
have been consolidated under the Northern Texas Trac- 
tion. and franchises have been secured admitting it into 
the heart of Dallas on its own tracks. Surveys are fin- 
ished for the entire distance and 15 miles of grading is 
completed under the Grigsby Co., of Dallas. The West- 
inghouse Co. has the contract for all power-house, sub- 
station and motor equipment. The maximum grades are 
» per cent.. and the maximum curves 12 deg. The onlv 
important bridge is over Trinity River at Dallas. which 
requires a steel bridge 150 ft. long. Geo. T. Bishon. of 
Cleveland, Ohio. is President of the Northern Texas Trac- 
tion, and F. M. Haines, of Fort Worth, Texas, Second 
Vice-President and General Manager. (Construction 
Supplement, Mareh 8. 1901.) The headquarters of the 
syndicate are in Cleveland, Ohio, at 459 Arcade. ( Official.) 


Deraware & Tlupson.—-The trustees of South Glens 
Falls, N. Y.. have received application from this com- 
pany for permission to extend its line throuh South Glens 
Falls in copnection with its proposed extension from 
Moreau N. Y.. four miles. (Construction Supplement, 
March 8, 1901.) 

DELAWARE. LACKAWANNA & WESTERN.—Burke Bros.. 
of Seranton, Pa., are reported to have taken the contract 
for filling in gorges at Culbertson, Glen and Little Mill 
Creek near Dansville, N. 











DELAWARE VALLEY.—-Michael P. McGrath, of Worces- 
ter, Mass., is reported to have taken the contract for 
building an electric railroad under this title from East 
Stroudsburg, Pa., northeast about 10 miles to Bushkill. 
lt is to be completed in July. 

Des Mornes, Iowa Crry & EASTERN.—Preliminary 
surveys are begun for this line from Des Moines, Iowa, 
west about 150 miles to Muscatine, under the supervision 
of James Wilson, formerly of the Chicago, Burlington & 
Quincy. The survey will run via Prairie City, intead of 
via Newton, as originally intended. The company, ac- 
cording to report, will build the section from Des Moines 
to Montezuma this year. (Construction Supplement, 
March 8, 1901.) 

Des MoINEs, Iowa FALLS & NORTHERN.—Building is 
reported begun on the section from Iowa Falls, Iowa, 
south 15 miles. KE. 8S. Ellsworth, of Iowa Falls, is Pres- 
ident. (April 19, p. 275.) 

ErieE.— Building is begun on the eastern end of the 
Goshen cut-off, about 2%, miles west of Goshen, N. Y. 
Drake & Stratton, of Midletown, N. Y., have the contract. 

FinptaAy & SouTHEeRN.—Arrangements are reported 
completed for building this electric line from Findlay, 
Ohio, southeast through Kenton and Delaware towards 
Columbus. Three- fourths of the right of way is re- 
ported secured. The road is to be bonded for $2,500,000, 
the bonds to be taken by I. W. Newcomer, of Cleveland. 

Forr Wortu & Rio GRANDE.—The contract is reported 
let for the section between Brownwood and Brady, Texas, 
50 miles, on the proposed extension from Brownwood 
southwest about 225 miles to the Mexican border. (March 
22, p. 209.) 

GREAT NORTHERN.—See Crows Nest Southern. 

INDIANAPOLIS, LEBANON & FRANKFORT.—Preliminary 
surveys are reported made for this electric line from In- 
dianapolis, Ind., northwest about 40 miles via Lebanon 
to Frankfort. Work is to be begun about May 15 and 
the company is under contract to complete the road by 
June 1, 1902. The main office is Indianapolis. O. P. 
Ensley is President, and Wm. Helfenberger, Secretary. 

KANSAS Crty SourHERN.—John P. Hughes, of Fort 
Worth, Texas, is reported to have taken the contract for 
40,000 cu. yds. of masonry for improvements on this line 
and the Kansas City Belt from Kansas City to Port 
Arthur and Lake Charles. 

LACKAWANNA & WYOMING VALLEY Rapip TRANSIT.— 
This company has been organized in Philadelphia and 
chartered in New Jersey to build a number of électric lines 
in the upper part of Pennsylvania, the main line to extend 
from Carbondale southwest about 35 miles via Scranton 
and Pittston to Wilkesbarre. It is proposed to make a 
double track line with stone ballast, and for the most 
part on private rights of way. Among those on the Board 
of Directors are: United States Senator M. S. Quay. Wil- 
liam Connell, C. C. Mattes and T. F. Penman, of Scran- 
ton; T. B. Simpson, George Lewis. Joseph Seep. Oil City: 
Dr. G. C. Mohn, Laurelton; Dudley Phelps, New York. 

See Carbondale, Pa., in Bridge Building column. 

Leniau & NEw ENGLAND.—M. P. MecGraph has taken 
a contract, according to report, for a four-mile extension 
from the main line at Johnsonville, Pa., to East Bangor. 

MINNEAPOLIS, St. Paut & Sauttr Ste. MARIE.—Im- 
provements to the extent of a million dollars, accord- 
ing to report. are to be made on this line, including the 
relaving of 130 miles with 80-lb. rail; replacing wooden 
bridges with steel, ete. 

NEvADA County TrAcTION.—The route of this pro- 
posed electric line in Nevada County, Cal., is from Ne- 
vada City to.Grass Valley, five miles, Surveys were to be 
completed before the end of April, at which time con- 
tracts will be let for rails, ties. cars and equipment. The 
total cost will approximate $80, There will probably 
he required four cars each of four-motor equipments. 
John Martin is President and C. A. Grow. Secretary and 
Treasurer. (April 12, p. 259.) The office of the company 
is 324 Pine street, San Francisco. (Official. 

New JERSEY & STATEN ISLAND.—Building is reported 
begun at Jewett avenue. Staten Island. on this proposed 
tunnel road from the Kill von Kull bridge.to Stapleton, 
S. I., and thence under The Narrows and through Brook- 
lyn to Thirty-ninth street. This is under the franchise 
granted several years ago to Erastus Wiman, Stephen 
Hoyle. 189 Montague street. Brooklyn, is President. (Con- 
struction Supplement, March 8, 1901. 


NORTHERN PAcIFIC.—Survyeys are reported in progress 
for an extension of the Gaylord & Ruby Valley line from 
Twin Bridges, Mont., southeast about 25 miles to Vir- 
ginia City and thence 10 miles further to the head of 
Alder Gulch. The line was completed from Whitehall 
south 27.91 miles to Twin Bridges in 1898. 


Onto NORTHWESTERN.—This company was incorpor- 
ated in Ohio, March 11, with a capital stock of $2,000, to 
build a steam or electric road from Fostoria northwest 
about 20 miles to Munger, Wood County. The central 
office is Fostoria. The incorporators are: Wm. 
Marks (President), Philadelphia; John A. Bradner (Sec- 
retary and Treasurer), J. W. Bever, Levi Harbaugh and 
HW, E. Bradner. 


ORANGE & NORTHWESTERN.—S. A. Robertson, of Sul- 
phur, La., has taken the contract for this line from 
Orange, Texas. northwest 35 miles to Buena on the Gulf, 
Beaumont & Kansas Citv. J. W. Maxcey. of Houston, 
Texas, is Engineer. (March 22, p. 210.) 


OREGON Snort LINe.—An officer confirms the report 
that the company has bought the Utah & Pacific and is 
now extending its line from Uvada, Utah, southwest in 
Nevada along the old grade. For further particulars see 
article entitled “Railroads Between Los Angeles and Salt 
uake City.” in another column. (April 12. p. 260.) 

With reference to the contract taken by the Utah Con- 
struction Co., of Ogden. Utah, the officer writes that the 
work consists principally of widening the embankments, 
rectifving grade lines, grading for new sidings, station 
grounds, ete., filling wooden trestles over and around per- 
manent structures, ete. This is in connection with im- 
provements on the main line to be made during the year. 
(April 5, p. 246.) 


PENNSYLVANIA.—Contracts have been awarded for 
double-tracking between Lock Haven, Pa.. and Keating, 
on the Philadelnhia & Erie, as follows: From the west 
end of Lock Haven to the west end of Queen’s Run 
bridge, three miles, and thence to east end of Ferney’s 
siding, about six miles, Charles A. Sims & Co., Philadel- 
phia: west end of Ferney’s siding to east end of Hyner’s 
siding, 4% miles, Ryan & Kelly, of Philadelphia: west 
end of Wetham siding to west end of Hyner’s siding, four 
miles. B. B. Condor, Strasburg. Lancaster County: west 
end of Hvner’s siding to east end of double track, at North 
Bend, 414 miles, Millard & McGraw, Philadelvhia: 
Renovo to Keating, 10 miles, P. F. Brendlinger, Phila- 
delphia. The work is to be finished by fall. (March 29, 


p. 230.) 


St. Louis, KANsAs City & CoLorapo.—Proposals will 
be received, until May 10, for clearing and grubbing, 
grading, br idging and masonry for the section trom the 
west line of Gasconade County, Mo., west about 50 miles 
to the east line of Miller County. This is on the pro- 
posed extension from Union, Mo., west 221 miles via Ver- 
sailles to Kansas City, Mo. Building is about completed 
on the line to the Gasconade County line, 41.12 miles. A 


‘deposit of $500 is asked to accompany eaoh bid and the 


company reserves the right to reject any and all bids. 
Profiles may be obtained by addressing H. L. Marvin, 
Chief Engineer, Union, Mo. (Construction Supplement, 
March 8, 1901.) 

SOUTHERN Paciric.—Proposals are asked, up to 10 
a. m., April 29, for grading and track laying on an ex- 


‘tension from Abbeville, La., west about 25. miles to 


Gueydan. Plans may be seen at the office of E. B. Cush- 
ing, Engineer Maintenance of Way, Houston, Tex., or 
Algiers, La. 

TECHE ELEctTRIC.—Final surveys are reported begun 
for this electric line from New Iberia, La., southeast about 
45 miles along the Teche Bayou to Berwick City, with 
ferry to Morgan -City. F, F. Myles, of the Myles Salt 
Co., Ltd., 822 Gravier street, New Orleans, is interested. 
(Construction Supplement, March 8, 1901. 

TENNESSEE CENTRAL.—Callahan & Co., of Knoxville, 
Tenn., have the contract for the 30-mile extension between 
Lebanon and Nashville, Tenn. (March 22, p, 2 

TENNESSEE RoAps.—The East Tennessee Coal & Tron 
Co. will build a railroad 244 miles long from a point just 
south of Buckeye, Tenn., east to coal mines, and building 
is to be begun in May. 

Texas SourTHeERN.—The Texas Railroad Commission 
_ approved the purchase of the Morgan Logging Road 
by this company, extending from Gilmer east 164% miles 
to Asbury, and building is in progress on a gap from 
Asbury east eight miles to Harlton. (Construction Sup- 
plement. March 8, 1901.) 

Timpson & NORTHWESTERD i ley has the 
contraet for the 10 miles of this line now building from 
Timpson, Texas, to Ragley. W. G. Ragley, Timpson, is 
President, and A. H. Schluter, Vice-President. (April 
12, p. 260. 











GENERAL RAILROAD ‘NEWS. 


ATCHISON, TorpEKA & SANTA FrE.—The California State 
Railway Commissioners have decided that the branch 
line to Santa Monica from Englewood, 8.62 miles north- 
west, does not pay expenses, which decision establishes 
a legal fact that will permit the corporation to abandon 
the road and remove the rails without forfeiting prop- 
erty rights. ; 

CINCINNATLE CONNECTING Bett.—The $200,000 — first 
mortgage bonds of 1899 have been called for redemp- 
tion, July 1, at 105, at ~ Investment Company, Phil- 
adelphia. (March 22, p. 210.) 

DENVER & Ro sige be The Utah Coal & Coke Co., of 
New Jersey, has filed amended articles of incorporation 
in Utah, increasing its capital stock from $10,000 to 
$10,000,000, and changing its name to the Utah Fuel 
Co. The intention is to consolidate the various coal 
properties owned by common interests along the Rio 
Grande Western and to carry on the properties in con- 
nection with the railroad. Among the properties to be 
included is that of the Pleasant-Valley Coal Co. 

EEL RIVER. Brownlee, of the Howard Circuit 
Court. Ind., kas ordered the sale of this property 
June 10, at Logansport, Ind. The road extends from 
Logansport to Butler, 94.2 miles, and was_leased in 
perpetuity Oct. 6, 1887, to the Wabash. (March 29, 
p. 230.) 

LittLE MtAmMri TrRAcTION.—The company has made a 
mortgage to the Cincinnati Trust Co., as trustee, to 
secure $500,000 5 per cent. bonds for its proposed elec- 
tric line from Springfield, Ohio, southwest 72 miles to 

Jincinnati. These bonds will be offered for subscrip- 
tion in part by W. B. Hutton. (Construction Supple- 
ment, March 8, 1901.) 

Missouri Paciric.—The directors, on April 22, adopted 
a resolution, subject to the approval of the stockholders, 
to increase the capital stock from $70,000,000 to $100,- 
000,000, to take over the Denver & Rio Grande and the 
Rio Grande Western. The present stock outstanding 
is $50,432,150 of the authorized issue of $70,000,000. 

NORTHERN PACIFIc.—The Canadian Railway Committee 
has passed a bill confirming the sale of the Manitoba 
lines of this company to the Canadian Northern, ac- 
cording to the terms recently noted. According to news- 
paper reports the N. P. has decided not to make the 
lease. (Keb. 22, p. 129.) 

RutLanp.—-E. H. Rollins & Sons are offering $1,400,000 
Ogdensburg & Lake Champlain first mortgage 4 per 
cent. konds, and $350,000 Rutland-Canadian first mort- 
gage'4 per cent. bonds. 

SEABOARD AIR Line.—The directors of the Georgia, Car- 
olina & Northern, the Raleigh & Gaston, the Cheraw & 
Chester and the Seaboard Air Line Belt have approved 
of the merging of these properties into the S. A. L., 
which controls them by the ownership of a majority of 
the stock 

TRENTON, LAWRENCEVILLE & PRINCETON.—According to 
report, this line, nearly completed from Trenton, N. J., 
northeast 11 miles via Lawrenceville to Princeton, has 
been bought by Albert L. Johnson to form part of the 
proposed trolley line between New York and Phila- 
delphia. 

Union Pactric.—The new loan for acquiring the South- 
ern Pacific properties is to be secured in part as fol- 
lows: Union Pacific Coal Co. first 5s, $5,000,000 ; South- 
ern Pacific stock, $75,000,000; Oregon Short Line 
stock, $27,145,700; Oregon Navigation preferred stock, 
$9,455,778 ; Oregon Navigation common stock, $7,581.,- 
500. The loan will also be a first lien on about 1,025 
miles of branch lines not before encunibered. (March 
29, p. 280.) 

Application has been made to the Kansas State 
Charter Board for permission to increase the capital 
stock of the Union Pacific by 100,000,000. The 
present capital stock is $195,391,200. 

VELASCO TERMINAL.—The foreclosure sale is advertised 
for May 7. There are $400,000 of 6 per cent, bonds in 
default since Sept. 1, 1893; also about $39,000 of re- 
ceivers’ certificates, court expenses amounting to $7,080, 
ete. Several a had been made to sell the prop- 
erty. (March 1, p. 

VICKSBURG, Suenveronr & Pactric.—The Farmers’ Loan 
& Trust Co., New York, give notice to holders of first 
mortgage bonds that a portion of these bonds are called 
for payment. May 1, at the office of the company. 
(April 5, p. 246.) 
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